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DIESEL RAILWAY TRACTION SUPPLEMENT 
The July issue of THe RatLway GAzeTTE Supplement, illus- 


vating and describing developments in Diesel Railway Traction, 


1 be ready on July 1, price 1s 


GOODS FOR EXPORT 
The fact that made of raw materials in short supply 
ving to war conditions are advertised in this paper should not 
be taken as indicating that they are available for export 


goods 


NOTICE TO SUBSCRIBERS 
Consequent on the paper rationing, new subscribers cannot be 
wcepted until further notice. Any applications will be put on 
r waiting list and will be dealt with in rotation in replacement 
subscribers who do not renew their subscriptions 


POSTING ‘‘ THE RAILWAY GAZETTE ’’ OVERSEAS 

We would remind our readers that there are many 

intries to which it is not permissible for private individuals to 
end printed journals and newspapers. THE RatLway GAZETTE 
possesses the necessary pernut and facilities for such dispatch. 

We would emphasise that copies addressed to places in Great 
Britain should not be re-directed to places overseas 


overseas 


TO CALLERS AND TELEPHONERS 
("ntil further notice our office hours are 

Vondays to Fridays 9.30 a.m, till 5.30 p.m. 
[he office is closed on Saturdays 


{NSWERS TO ENQUIRERS 


By reason of staff shortage due to enlistment, we regret that 
is no longer possible for us to answer enquiries involving 
earch, or to supply dates when articles appeared in back 


smbers, either by telephone or by letter 


ERRORS, PAPER, AND PRINTING 
Owing to shortage of staff and altered printing arrangements 
jue to the war, and less time available: for proof reading, we 
isk our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
printing compared with pre-war standards 
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Anglo-Argentine Railway Statement 
THE statement by the mission to Argentina of directors of 

British-owned railways operating in that country, to which 
reference was made in our last week’s issue, was made public 


shortly after we had gone to press. It states that the visiting 
directors, Lord Forres, Sir Montague Eddy, and Mr. H. C. 


Drayton, have submitted their reports to the boards of the com- 
panies in London. It records that the three directors, when in 
Argentina, were appointed to an Argentine Government Com- 
mission, which reviewed the railway position in great detail; 
agreement on a mutually satisfactory plan of reorganisation could 
not be reached and the meetings were adjourned pending con- 
sultation in London. The four broad-gauge companies are now 
engaged in considering the report made by the directors, which 
includes recommendations tending to more efficient and econo- 
mical working of the systems. When agreement has been 
reached as to the steps to be taken, a further visit will be made 
to the Argentine In the House of Commons on June 21 Mr. 
Anthony Eden, the Foreign Secretary, said that Lord Forres, 
Sir Montague Eddy, and Mr. Drayton had called on the Under- 
Secretary for Foreign Affairs on June 14, and had discussed 
certain conclusions which they had reached, and which were 
embodied in the report to the boards of the railways, which is 
now under consideration. 
Seas a 


Co-operation with Municipal Transport 

The amicable relationships between the railway-asso- 
ciated provincial bus companies and the municipal authorities 
operating urban transport, continue to be empihasised at various 
annual general meetings. Speaking at the meeting of the North 
Western Road Car Co. Ltd. on June 30, Mr. J. S. Wills, the 
Chairman, said that this company continued very 


large 


to maintain 
friendly terms with the local authorities throughout its area of 
operations. Co-ordination arrangements were in force with the 
transport undertakings of the Corporations of Manchester, Stock- 
port, Oldham, Rochdale, Ashton-under-Lyne, and Sheffield, and 
the Stalybridge, Hyde, Mossley & Dukinfield Transport & Elec- 
tricity Board. Tihese joint arrangements, he said, provided an 
excellent example of the co-operation which could, and should, 
exist between company and municipal undertakings. In the case 
f Stockport, where the company’s headquarters were situated, 
negotiations for a complete scheme of co-ordination had reached 
in advanced stage when they were interrupted by the outbreak 
of the war. There was no doubt that, but for the war, there 
would by this time have been in operation in Stockport and ‘in 
in important adjacent area served by the company, a system of 
passenger road transport services administered by a Joint Com- 
mittee of the two undertakings 


Railways in West Africa 


Mr. C. E. Rooke, who recently retired from the General Man- 
igership of the Nigerian Railway, has written a letter to The 
[Times commenting on the ‘‘ West African Survey,’’ by Dr. 
Huxley, recently published in that newspaper. Mr. Rooke 
points out, in commenting on Dr. Huxley’s statement that 


‘railways are few and very slow,’’ that there are 2,000 miles of 
ilway in Nigeria alone, and that the 80-Ib. track is capable of 
speeds up to 50 m.p.h. and the 60-lb. up to 40 m.p.h. Opera- 


tive results are not ‘‘ very slow either, for they produce an 
iverage of 46 loaded-wagon miles a day per wagon, and as 
much as a nine-day turn-rounc on 1,400-mile return haul. 


Mr. Rooke comments that this compares more than favourably 
with the position in the United States and in the United 
Kingdom. Moreover, the work done at the railway wharves 
ut Apapa (Lagos Harbour) is equally expeditious; results have 
been as high as 168 tens an eight-hour ship hatch, which com- 
pares favourably witn New York and Southampton. The den- 
sity of cargo handled has been as high as 415 tons per lineal foot 
of quay, with an average of 324 tons, which compares more than 
favourably with Bombay and Calcutta. 


Mexican Goverment and the Railways 
The directors of the Interoceanic Railway of Mexico (Acapulco 
Vera Cruz) Limited announce that the Mexican Govern- 
ment has agreed to purchase that undertaking and those of 
the Mexican Southern and Mexican Eastern Railways which 
are operated under lease by the Interoceanic Company and 
together with it form the Interoceanic system. All three railways 
were founded with British capital. According to a Reuters mes- 
sage, the purchase price is to be 12 million pesos, equivalent to 
£612,870, and the ad referendum agreement has been signed by 
representatives of the three companies. The Mexican Govern- 
ment will pay the agreed price as soon as the agreement is rati- 
fied by the stockholders and will open an irrevocable credit in 
London to this end. The properties purchased include the rail- 


to 
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way system ‘ssions, rights-of-way, stations, buildings, and Fitting Seats to Passengers 
rolling stock In addition, the Interoceanic Company, whica A remarkable experiment was carried out recently at th 
owns the Vera Cruz Terminal Company, will transfer to the North Station in Boston of the Boston & Maine Railroad, 4 


shares, rights, and interests belonging to the 
\ comprehensive plan for the renovation of 
Reuters, to be investigated by the 
[he scheme has been drawn up by the railway admin- 


Government all 
ferminal Company. 
ill railways in Mexico is, 
President 


Says 


istration and by the North American technical mission which 
has been in Mexico for some time rhe plan would take five 
years to complete ind would cost 80 million pesos. Further 
reference to this plan is made in our News Section 


sas ao 

San Paulo (Brazilian) Railway 
Ihe railway was called upon during the year 1943 to handle a 
greatly trathic largely by restrictions on 


4 caused 
road transport resulting from shortage of petrol. Gross receipts 


increased severe 


on the main-line and on the Bragantina section amounted to 
£2,370,099, an increase of £414,494 to which the advance of 15 
per cent. in tariffs authorised in July, 1943, contributed sub- 
stantially Fuel costs, labour laws, and _ taxation largely 
neutralised this benefit, and the £224,057 net receipts from ral: 
way operations in Brazil showed a decrease of £50,894. This 


joint net revenue of £224,057 was further reduced to £84,960 by 
t contribution of £94,219 pension fund in Brazil and by 
expenditure in England. Arrangements with the taxation authori 


to 


ties have enabled the directors to transfer to the credit of net 
revenue £55,784 trom Brazilian taxation reserve, and taxes paid 
have been charged in the working expenses for the year under 
review Payment to the associated road company under agreement 
has been £29,624 in 1943, against £40,068 in 1942. As the full 
dividend on the preference stock was not earned during 1943, 


the directors have transferred £110,000 from general reserve and 


recommend a dividend of 2 per cent., less tax, on the ordinary 
stock, requiring £60,000 Hitherto ordinary dividends have 
been paid free of tax In contradiction of loca! rumours the 


tit 
President of Brazil has stated that the Government had no inten- 
taon of expropriating the railway and that the company might 
enter into negotiations with the appropriate departments of the 
Government with tranquillity so far as the question of expropria- 
tion was concerned. 
aes am 

Safety in Industry 

Special training courses for industrial safety officers, organised 


by the Royal Society for the Prevention of Accidents for the 
factory department of the Ministry of Labour & National Service, 


are being held at Wadham College, Oxford. According to the 
latest available returns, the number of accidents reported unde: 
the Factories Act last year was 311,142, of which more than 
1,200 were fatal. The loss of labour, temporary and permanent, 
which these figures represent is a drain on the national pro 
ductive economy and one which the country can ill afford, even 
in normal times. For this reason co-operation between the 
Ministry of Labour & National Service and the Royal Society 
for the Prevention of Accidents continues to be very close 


Seventeen lecturers, drawn from the technical staff of the factory 
department and from industry, give instruction in the funda- 
mentals accident prevention. The subjects range from 
methods used to protect against mechanical, electrical, chemical, 
ind other technical hazards, through factory law and the study 


ol 


of the human factor, to publicity and the organisation necessary 
to make the whole factory safety-conscious. Further courses are 


being arranged; a copy of the standard syllabus and programme 
may be obtained from the Royal Society for the Prevention of 
Accidents, 52, Grosvenor Gardens, London, S.W.1 


sat au 

U.S.A. Railways and Air Transport 

A vigorous defence of the right of the railways to take a direct 
interest in air transport has appeared recently in the Aero Digest, 
an American periodical which summarises current air news and 
opinions. The article was inspired by the argument that the 
railways are Opposed to the Lea Bill, which now before the 
United States Congress, in that it would prevent them taking 
part in the development of aviation. The Aero Digest asks, 

Since when was that a crime? Are the railroads less patriotic 
than the airlines? Have they done less to help win the war? . Of 
course the railroads have competed stubbornly with aviation. 
What else could they do? They were arbitrarily ruled out of the 
air. Now they want to fly. What do we want in this country, 
the development of aviation or merely of the existing airlines?’’ 
The article argues that airline employees would benefit, rather 
than suffer, from railway air competition, which would provide 
more jobs and promotions for air staffs, and, further, that if the 
railways are not allowed to compete in the air, a transport 
monopoly would be created, in defiance of all the principles so 
strongly laid down in United States legislation. 


is 


specially-designed adjustable chair was set up in the main 
course of the station, and passengers were invited to tal 

seats in it for four minutes each, while various adjustments 
made to arrive at the most comfortable travelling positi 
The aim, through a series of measurements on some 

thousand passengers, was to determine what height, length 
breadth of seat, and what distance of the seat from th 

provides ‘‘a maximum of comfort for a majority of 
viduals.” At present the proportions of coach seats a1 
ject to considerable variation, but it is hoped by these ex, 
ments to be able to lay down dimensions which will standar 
seat design. . H 


con- 








In charge of the experiments is Dr. E. A. I 
Head of the Department of Anthropology at Harvard University 
and with his assistants he is tabulating the reactions of an 


number of men and women to various adjustments in the cnai 
which has been built for the purpose by a firm of seat inu 
facturers in Massachusetts. The experiment is interesting, fo: 
it is one of the first attempts yet made to obtain direct fro 





the passenger an expression of opinion, both dimensional and 
vocal, in a matter which so vitally affects his comfort. 


An Abandoned Nottingham Terminus 


An interesting link with the past has been broken, since 
May 22, by the transfer from London Road Low Level Station 
at Nottingham to Victoria Station of the L.M.S.R. passenger 
service to and from Market Harborough and Northampton. The 
trains concerned use the L.M.S. & L.N.E.—at one time L.N.W 
& G.N.—joint line by way of Melton Mowbray and the Vale 
of Belvoir, and when first run, exercised running powers over 


the Great Northern Railway’s Grantham and Nottingham branch 
from Saxondale Junction into the latter’s terminus at London 
Road. This is a spacious station with eight passenger platforms 
and an all-over roof, which in earlier years housed restaurant 
car express trains to and from Kings Cross, as well as a thriving 
local service. In 1899 the new line which had been built by the 
G.N.R., jointly with the Great Central Railway, as part of the 
latter's London Extension, was opened through the heart of 
Nottingham, and resulted in the transfer of most of the Great 
Northern trains from London Road Low Level into Victoria 
Only a few locals were left to share with the L.N.W.R. trains 
the Low Level station at London Road, and by degrees the 
former faded away altogether; for many years past the 
L.N.W.R., and now the L.M.S.R., has been in exclusive pas- 
senger possession of London Road Low Level with a service that 
finally dwindled to three trains in each direction daily. The 
situation has been the more peculiar in that this L.N.E.R. station 
has the principal L.M.S.R. station closely adjacent, though there 
is no direct running connection between the two lines. London 
Road Low Level, which has been developing a _ considerable 
freight traffic, is now given over entirely to freight handling 


Walker’s Train Communication on the S.E.R. 


The recent references to means of communicating between 
trains and stations are a reminder that in earlier years one or 


two railways tried arrangements whereby a guard of a disabled 
train could signal to the stations in advance and rear. They 
did not come into general use, however. One of these was 
devised by C. V. Walker, the well-known Telegraph Superintendent 
of the South Eastern Railway, inventor of a block instrument 
and describer still in use. It was based on the principle of 
having two batteries normally in opposition through the alarm 
ipparatus, a plan much favoured by the inventors of electric 
passenger and guard communication. An account published 

1863 said the apparatus was of “‘ extreme simplicity and cheap- 


ness ’’ and ‘‘ no knowledge of telegraphs or telegraphic language 
is required of the guard.’’ <A battery at each station had its 

graphite end ’’ to earth and “ zinc end ’’ to the apparatus 
‘““ Thus the galvanic currents of each two batteries are acting 
in a contrary direction and no action ensues. Whenever it 


is wished to transmit signals in consequence of some breakdown 
between stations all that has to be done is to make a connec- 
tion between the wire and the railway metals on the earth 

causing the electro-magnets at the two stations to attract their 
keepers and thus strike both bells loudly.’’ Warning apparatus 


to serve this purpose was installed in tunnels on some lines 
and, improved in the course of time, is still in service. 
sas oe 
Oil Lamps in Tube Railway Signals 
At a recent meeting of the Institution of Railway Signal 


Engineers Mr. P. Whysall referred to the difficulties experienced 
with the long-burning oil Jamps used with the electro-pneumatic 
spectacle signals installed on the Bakerloo 
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stead tubes. We believe that the decision to use such lamps 
was taken by the Engineer acting for the Yerkes interests, Mr. 
]. R. Chapman. Not only was there trouble from the strong 
draughts extinguishing the lamps, but the atmosphere in the 
tunnels was not favourable to perfect combustion, and it became 
necessary to inspect the lamps nightly and remove the crust from 
the wicks. The same lamps burned well enough in the sema- 
phores on the open sections of the District Railway. The City & 
South London had experienced similar difficulties in its early 
years and about 1894 adopted electric lighting, controlled by 
changeover switches at the signal and lever, the repeater in the 
signal box consisting of pilot lights behind red and green glasses. 
The signals were mechanically worked spectacles. This arrange- 
ment proved satisfactcry and was fitted on the Central London. 
The signals on the Waterloo & City also had electric lights, and 
as all these lines had been working for some years before the 
signalling for the other tubes came to be considered, the decision 
to use oil lamps, we feel, was not justified by experience. 
Indeed, as stated, the first London tube had found them trouble- 
some and abolished them a few years after its opening. 


Chromium Plating for Cylinder Bores 


Considerable advances have been made recently in the United 
States in the technique of plating the bores of cylinders with 
chromium. Hitherto the treatment has been applied chiefly to 
the cylinders of internal-combustion engines on aircraft, buses 
and lorries, and diesel engines, but there are prospects of its 
extension to locomotive cylinders. The disadvantage of 
chromium when used for this purpose is its lack of porosity and 
of oil-holding qualities, but a new ‘‘ Porus-Krome’’ method of 
deposition is now being applied, both for reclaiming worn 
cylinders and lining new ones, in which the wear-resistant quali- 
ties of chromium are being made available without lubricating 
difficulties. The process is one of electro-plating, in which a 
chromium deposit up to 0°04 in. thick is bonded to the base 
metal. A mirror finish is required before plating begins, and 
precise centring of the anode to ensure that a uniform deposit 
Critical 
importance attaches also to the subsequent operations of honing, 
grinding, and buffing, to finish the cylinder to the desired surface 
smoothness and to the exact bore. The expansion characteristics 
vf the base metal are not altered by the chromium deposit, nor 
is any change required in normal clearance practice. Given the 
greatest precision through every stage of the plating and finish- 
ing, this treatment may be expected appreciably to reduce 
cylinder wear. 

aes oe 


| War Standard Beyer-Garratts 


Elsewhere in this issue are given details of a further supply 
of British-built locomotives which have been manufactured for 
use On overseas railways. These metre-gauge Beyer-Garratt 
locomotives provide another illustration of the work being per- 
formed by this British industry, particularly in those distant 
fields of which the public hears but little, although they are 
proving vital in the chain of supplies. The locomotives are 
another example of the early decision of the Transportation 
Department of the War Office in conjunction with the Ministry 
of Supply to restrict the number of types; in other words to 
produce designs which have the widest application—the ‘‘ best 

r most.’’ The design described on page 669 is the largest and 
most powerful locomotive with an axleload of 13 tons operating 
on metre-gauge lines. The contribution of the Colonies in pro- 
jucing raw materials, perhaps previously obtained from enemy- 
occupied territory, is ever mounting and must be assisted by the 
provision of adequate transport arrangements. This further con- 
bution from the industrial resources of this country will be 
lcomed by the railways concerned. 





Balanced Wheels for High-Speed Trains 


After ten years’ experience in the running of high-speed stream- 
liners, problems are arising, as to both track and rolling stock 
design and maintenance, which were unknown previously. One 
such is the desirability of extending the dynamic balancing of 
wheels, hitherto applied only to the coupled wheels of loco- 
motives, to all the wheel-sets used under streamline high-speed 
stock. Mr. K. F. Nystrom, of the Chicago, Milwaukee, St. Paul 
& Pacific Railroad, owners of the well-known Hiawatha stream- 
liners which travel daily at 100 m.p.h. speeds, has given it as his 
opinion that wheels used under high speed equipment should be 
concentric within 0-01 in., and that their treads should conform 
closely to the original designed taper. This does not mean, he 
added, that wheels cannot be run satisfactorily without consider- 
able wear of the tread, but it does mean that the development of 
sharp local tapers should not be permitted. In his opinion the 
worst factor in producing wheel ‘‘shimmy,’’: or hunting, is a 
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short, sharp taper, produced by wear, close to the throat of the 
wheel-flange proper. Tests are being made in the United States 
to determine what would be the value of systematic balancing of 
the wheel-sets used under high-speed trains, in which examination 
is being made also of the effect on wheel-sets that have been 
accurately machined and balanced of such casualties as skid-flats. 


British Railways Officers’ Guild 


HE initial steps have been taken in the formation of a 
British railway officers’ guild, the objects of which will be 
to safeguard the collective interests of the officers and higher 
administrative and technical staff of every branch of the British 
railway companies, the London Passenger Transport Board, and 
the Railway Clearing House. It is understood that the General 
Managers of the railway companies concerned have no objec- 
tion in principle to the formation of the guild. It has been 
made clear that it is not intended that the guild should be used 
for the furtherance of any individual interest, or any movement 
for the advancement of pay, or other conditions of service of 
the staff affected. Membership will be open to officers and all 
other members of the salaried staffs whose salaries are £500 or 
a year. The fees payable by members are provisionally 
fixed at £1 1s. on entrance to the guild, and an annual sub- 
scription of £2 2s. It is proposed that the Executive Com- 
mittee of the guild shall consist of not more than three members 
from each railway company and the London Passenger Trans- 
port Board, and one from the Railway Clearing House. One 
member of the executive will be elected by that body to be the 
Master, who will be elected annually. 

The idea of the formation of the Guild arose out of discus- 
sions among railway officers, in the course of which it was, 
found that apprehension existed as to their, and their successors’ 
future positions in post-war circumstances. The name ‘‘ Guild ’’ 
has been used as the objects of the organisation are dis- 
similar to those of either trade union or friendly society. It 
follows, therefore, that no question arises of strike clauses, 
protection of individuals, affiliation with trade union organisa- 
tions, or registration as a friendly society. The only purpose is 
the mutual protection of the general interests of the who.e of the 
officers and higher technical administrative staff. The following 
senior members of the staff of the main-line companies and the 
London Passenger Transport Board formed a committee to 
inaugurate the scheme :— 


more 


Great Western Railway 


E. C. Cookson Assistant to Chief Engineer, Aldermaston. 
S. G. Hearn Operating Assistant to Superintendent of Line, Paddington. 

London Midland & Scottish Railway 
A. L. Castleman District Goods Manager, Broad Street. 
S. O. Cotton Assistant Engineer (Structures), Watford, H.Q. 

London & North Eastern Railway 
B. P. Fletcher District Engineer, Stratford. 
W.E. Green District Superintendent, Kings Cross. 
L. H. K. Neil London City Manager, Marylebone. 

London Passenger Transport Board 
S. P. Jones Assistant Solicitor, Common Law, 55, Broadway, $.W.1. 
A.J. Webb Operating Superintendent (Outdoor) Railways, 55, Broadway, 

S.W.1. 

Southern Railway 

R. R. Foxlee Chief Engineer’s Department, Dorking. 
A. E. Hammett Commercial Superintendent, Waterloo. 

The Chairman of the inaugural committee is Mr. A. L. 
Castleman, District Goods Manager, Broad Street, London, 
L.M.S.R 

It will be recalled that during the course of considerable 


correspondence, which was published in The Railway Gazette 
about a year ago, when early attention was being drawn to the 
disabilities suffered by certain of the railway senior staff in 
relation to wartime salary adjustment, it was suggested, in a 
letter which appeared over the initials ‘‘ D. C.’’ in our March 5 
issue, that a guild or association was required by the senior 
railway staff. The writer of the letter pointed out that all 
other professions or trades had their associations to look after 
the interests of members, and said that something of the kind 
would certainly be necessary in the post-war period. In our 
issue of April 28, when some comment was made on the recent 
increases in the war advance to the railway conciliation grades, 
it was shown that senior staff still suffered a good many dis- 
abilities which did not apply to the lower ranks. It may well be 
that the Guild, when established on a firm basis, will serve a 
very useful purpose in unifying expressions of view by what has 
been hitherto an inarticulate section of the railway staffs. 
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Government’s Employment Policy and Railway 
Capital Expenditure 

THE White Paper (Cmd. 6527) recently issued by H.M. 

Government on employment policy points out that capital 

expenditure by local authorities and public utility undertakings 

trend of private capital 

times of slump and risen 


past has followed the general 
that it has fallen in 
thus tending to accentuate the peaks and 
depressions of the trade Government 
policy in the future will be directed to correcting this sympathetic 


in the 
expenditure in 
in times of boom, 
cycle. For this reason, 
movement, although it is realised that there are practical limits 
to the adoption of such a policy 

In the debate on the Government's proposals in the House of 
Commons on June 21 a very pertinent point was raised by one 
what proposed 
the public 


member who enquired Government 
to take in default of 
ensure that they incurred capital expenditure at the time when 


interest. He argued that, so 


powers the 
ownership of the railways to 
it is most desirable in the public 
not publicly owned, the Government 
f their 


long as the railways were 


would not be able to control the capital 
expenditure 

It is of interest, therefore, to recall the occasions in the past 
when the railway companies have readily assented to representa- 
tions from the Government that, to assist in the relief of 
unemployment, they should undertake extensive works for the 
betterment of their undertakings, which they would normally 
have been reluctant to carry out in the prevailing circumstances. 
In 1929, for instance, the companies were asked by the Govern- 
ment whether they could put forward any proposals for assisting 
the Government in their schemes for the relief of unemploy- 
ment and, as the result the Development (Loan Guarantees & 
Grants) Act, 1929, was passed, under which the railway com- 
panies agreed to undertake works estimated to cost £30 
millions. A condition of the arrangement was that the expendi- 
ture was eligible for interest payments of varying amounts on 
the capital spent on approved schemes over a period of not 
more than fifteen years 

In 1935 the Government again was anxious to secure the 
assistance of the railways in carrying out schemes which would 
employ a big labour force and the Railways (Agreement) Act, 
1935, constituted the Railway Finance Corporation to arrange, 
under Treasury guarantee, a loan to the railways of £27 millions 
at 2} per cent. interest, repayable within fifteen or sixteen 
years. The principles on which the works were undertaken were 
that the expenditure should be substantial in amount, be capable 
of being undertaken quickly, provide new public facilities of 
definite value, and require financial assistance in obtaining the 
necessary capital if carried out. The arrangements provided for 
the constitution of the Railway Finance Corporation with a 
nominal capital and with power to borrow the money required 
under a Treasury guarantee for a stipulated period. In turn 
the corporation lent the money to the railway companies and 
L.P.T.B. which provided security in the form of debenture and 
transport stock. 

In timing and execution the 1935 projects were an extremely 
valuable precedent in that they were successfully undertaken bv 
private enterprise working in collaboration with the Govern- 


timing < 





some 


ment. There seems no reason to doubt, therefore, why a similar 
principle should not prove equally successful in the post-war 
period. One vital condition, however, is essential. If the rail- 


way companies are to embark on such major capital ¢xpenditure 
schemes, they will obviously require to be satisfied that the 
Government will not subsequently allow the capital so expended 
to be rendered unremunerative by reason of uneconomic com- 
petition from other forms of transport. 


Permanent Way Institution Diamond Jubilee 
HIS weekend the Permanent Way Institution is celebrating its 
Diamond Jubilee in the austerity fashion which the current 

war situation permits. For many months the matter has been 
under careful consideration by a Diamond Jubilee Committee, 
mind the 
practice, the 


which throughout has borne in need for avoiding 


travel, and, in somewhat modest 


outlined last week take the form of the 


unnecessary 
arrangements which we 
ordinary annual meeting of the Institution, coupled with the 
production of a Diamond Jubilee Souvenir Booklet, a visit to the 
Hayes sleeper & creosoting depot of the G.W.R., a series of 
exhibitions in various parts of the country of permanent way 
equipment, and the exhibition of films and delivery of lectures. 
In the early 1880's it was a custom for a few permanent way 
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inspectors employed on the Midland Railway to meet periodically 
for a2 social evening at Nottingham. The number attending 
increased from year to year and finally on January 5, 1884, those 
present decided to form the Institution of Permanent Way 
Inspectors, of which the late Mr. W. L. Meredith was elected the 
first President. From the beginning, the primary object of the 
Institution was to further the knowledge and experience of its 
members, and this principle has been maintained fully throughout 
the 60 years of its existence. With the passage of time, the staff 
of other sections of the civil engineering department desired to 
be associated, and at the general meeting held at Southampton 
on August 25, 1895, the title was changed to the Permanent Way 
Institution to meet the Institution’s widening scope of activities, 
Further, in 1908, Memorandum and Articles of Association were 
adopted and the Institution received a Certificate of Incorpora- 
tion. The Institution is unique in catering for all grades of 
railway civil engineering staff, and its democratic idea of a techni- 
cal association embracing working members of any branch of 
railway engineering was an entirely new departure so far as this 
country is concerned. Many notable engineers have held the 
office of President and each has contributed to the gradual build- 
ing up of the reputation which the Institution enjoys to-day, 
The progressive increase in membership of the Institution is 
shown by the following table: — 


Year Members on books Year Members on books 
1884 “a 129 1919 s 1,255 
1889 226 1924 ion 1,505 
1894 354 1929 1,405 
1899 496 1934 1,907 
1904 838 1939 2,981 
1907 si 1,003 1943 3,181 
1914 - 1,120 1944 3,380 


The Permanent Way Institution has sections that meet regularly 
at many of the large railway centres in this country, namely, 


Ashford, Birmingham, Brighton, Bristol, Cardiff, Croydon 
Derby, Exeter, Guildford, Hull, London, Manchester & Liver- 


pool, Newcastle, North Wales, Nottingham, Glasgow, Sheffield, 
Southampton, and York. The outbreak of hostilities in 
September, 1939, seriously affected the activities of the various 
sections, but, with the resiliency of railwaymen, meetings were 
held whenever possible, and, despite the many calls on the time 
of the members, voluntary lecturers were found to read educa- 
tional papers. In this respect pride of place should be given to 
the Manchester & Liverpool Section, as, during the whole period 
of the present emergency, the local officials, supported by their 
members, have arranged a full programme of meetings and visits. 
When a meeting room was razed by enemy action another was 
promptly found. Even amid the difficulties of war conditions 
interest in the work of the Permanent Way Institution continues 
unabated, and it has been found possible to form new Sections 
at Bangor, Bristol, Croydon, and Bombay. 

Support for the Institution from India has been constant since 
the early days, and after the 1914-19 war membership rapidly 
increased. On September 6, 1938, the South India Section with 
headquarters at Madras was formed, and it is worthy of note that 
Mr. R. Carpmael, O.B.E., then President, who was visiting India 
in that year, attended the inaugural meeting. The section has 
now a membership of 380. In April, 1941, a preliminary meet- 
ing was held at Bombay with a view to forming a section to 
serve the Great Indian Peninsula Railway and the Bombay, 
Baroda & Central India Railway. It was unanimously decided 
to proceed with the proposal and on September 15, 1941, the 
Council formally agreed to the affiliation of Bombay & 
Western India Section, which has now a membership of 326. 
The two remaining overseas sections are those in the Sudan and 
Malaya. The former had to close down temporarily during the 
Italian pressure on the eastern edge of the section, but has now 
begun to function again. Regarding Malaya, this section was 
formed in 1921 and from then onwards regular meetings were 
held and arrangements made for the members to visit periodically 
various engineering works of the Federated Malay States Rail- 
ways. From information recently received it was learned with 
regret that, with the exception of two or three, all members were 
in Japanese hands. 

In 1943, the fourth year of war, no fewer than 125 meetings 
were held in the various Sections in Great Britain and overseas. 
At the majority of these, papers were read which dealt with 
permanent way problems from the practical viewpoint of the man 
who has to handle them. Since the founding of the Institution 
it has been the practice to publish an illustrated Journal and 
Report of Proceedings, and for many years past three issues per 
annum have been sent to all members. Notwithstanding many 
troublous times during the past sixty years, the Journal has 
always made its appearance. Besides containing full reports of 
General, Council, and Section meetings, selected papers read at 
meetings are printed, and the file of Journals, including many 
original technical and practical papers, is of the utmost value to 
all those engaged on the construction and maintenance of railway 
civil engineering work. 

A project that had been in the minds of members for many 
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years was that of holding examinations and awarding diplomas 
to successful entrants. On November 10, 1934, the Council 
authorised its Education Committee to arrange for examinations, 
confined to the member and associate-member grades with prac- 
tical experience. Diplomas were to be awarded as follow :— 

Diploma A—to a candidate who satisfies the examiners that he had a general know- 
ledge of the upkeep of permanent way and works. 

Diploma B—to a candidate who is successful in passing the advanced examination on 
the upkeep and renewal of permanent way and works. 

The first examination for Diploma A was held at various 
centres in the country on May 11, 1935, and 45 candidates were 
successful. Examinations continued to be held until 1939, but 
since the outbreak of war it has not been feasible to make the 
necessary arrangements, although there is hope that a re-intro- 
duction of this feature of the Institution’s activity will take place 
shortly. As a result of the decision to hold examinations, there 
was consensus of opinion that to assist prospective candidates a 
text book on permanent way was necessary. The Education 
Committee was thereupon requested to compile a suitable book. 
After much work by an enthusiastic sub-committee, the draft 
was ready just before the war. Resultant pressure of railway 
duties and general wartime difficulties delayed publication, but 
eventually the work—under the title of ‘‘ British Railway Track 
—Design, Construction, and Maintenance ’’—became available in 
January, 1944. We understand that there has been a keen 
demand for copies from all grades of members, and a limited 
supply is now available to members of the general public. This 
volume was reviewed in our issue of June 23, pages 634 and 639. 


Fuels on Argentine Railways 
THE principal British-owned railways in Argentina are fre- 
quently considered as standardised undertakings, all guided 
by a common policy, and operating under almost identical con- 
ditions. It is true that they are all located in the same 
country, that they rely chiefly on the transport of grain and 
ck for their revenue, are of the same gauge and utilise 
built in Great Britain to common specifications, 
or nearly so, and that their and works are 
characteristic of British engineering practice. Yet they differ 
considerably in certain respects, among them in the types of fuel 


livestock 
rolling-stock 


permanent way 


normally used. 

Before the war the locomotives and power plants of the 
Central Argentine line were operated 100 per cent. with Welsh 
coal, whereas on the Buenos Ayres Great Southern as large a 
proportion as 75 per cent. of the services was worked with oil 
fuel and only 25 per cent. with coal from the United Kingdom. 
There were further dissimilarities on the Buenos Ayres Western 
Railway, where 39 per cent. of the services were operated by 
electricity purchased from outside suppliers, 52 per cent. by 
steam locomotives, part, no doubt, oil fired, in view of the fact 
that the company is interested, jointly with the Buenos Ayres 
Great Southern and Buenos Ayres & Pacific, in oil wells at Como- 
doro Rivadavia, and 9 per cent. by diesel-electric railcars and 
shunting units. The Buenos Ayres & Pacific Railway also used 
a certain amount of oil, though coal seems to have been the 
principal fuel. The future may render this particular company 
less dependent on imported coal supplies, on account of the 
proximity of its lines to the Mendoza oilfield, which, in recent 
years, has advanced to the position of the second-largest pro- 
ducer in the country and promises further expansion when the 
conclusion of the war allows the resumption of imports of 
drilling and refining equipment. To the extent to which coal 
for the railways has been displaced by oil from local wells, the 
transformation, which took place almost entirely during the 
between-the-wars years, represents a corresponding loss of British 
export trade, though a considerable part of the oil used was 
imported through British oil companies engaged in developing 
the oil resources of other American countries. Hence, British 
industry retained a large part of the business, including the 
ocean transport by tanker. 

Since the outbreak of war, however, very different conditions 
have prevailed. With fuel importations of all kinds severely 
curtailed, the railways are glad to burn any combustible obtain- 
able and many alternatives are used, among them firewood of 
more than 20 different kinds, maize, shelled and on the cob, 
linseed, cotton-seed and sun-flower seed cake, briquettes made 
of maize and oil residues, asphalt by-products from the oil 
wells and coal of widely varying grades from the local mines. 
Argentine coal, the output of which, though potentially con- 
siderable, has not reached large proportions so far, fluctuates 
greatly in calorific value, ranging from 2,000 to 9,000 calories; 
the best is about equal to Welsh coal. Mendoza coals have 
been mixed with linseed and used in locomotive fire-boxes with 
quite satisfactory results. 
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Some idea of the difficulties with which Argentine railwaymen 
have had to contend during the war can be gained from the 
knowledge that locomotives fired on oil usually make through 
runs up to 200 miles without re-fuelling, whereas wood burners 
doing intermediate shunting at times cover only from 30 to 40 
miles. Goods and livestock train loads have had to be reduced 
by 20 per cent. and running speeds by as much as. 30 per cent. 
Locomotives using wood require a wood-passer, as well as the 
driver and fireman, and running shed maintenance staffs have 
had to be increased by about 6 per cent. to deal with the addi- 
tional locomotive repairs arising from the increased mileage 
necessary to do the same amount of transportation. All lines 
report important increases in damage caused by fires since wood 
has come into general use on the railways, in industrial plants, 
and also for domestic requirements throughout the country. On 
one line, 26 wagons with their contents have been destroyed 
in just over two years and 63 others partially burned. These 
losses are particularly severe at a time when new wagon stock in 
replacement is unobtainable. A unique experience was recently 
recounted in Buenos Aires where, towards the end of 1940, one 
of the British-owned railways had to sell seven cargoes of Welsh 
coal to raise money for wages and other non-postponable cash 
expenditures. 

Evidently, it will be a great relief to the Argentine railways 
when it is possible to increase the allocation of shipping tonnage 
to the River Plate services, though, even then, much will 
depend upon the result of the efforts of the Ministry of Fuel 
to increase the output of the coal mines of the United Kingdom. 
Nevertheless, it is reasonable to expect tWat everything will be 
done to allot coal cargoes as soon as shipping is available. Great 
Britain owes Argentina a considerable sum of money for meat 
and other produce supplied during the war, but not paid for, 
and it will be in the national interest to discharge the debt at 
the earliest opportunity, apart from which it will be advisable, 
as a matter of transport economics, that ships going to the 
River Plate to load grain shall carry outward cargoes of coal, 
rather than make the journey with incomplete cargoes or i 
ballast. 
sas a= 


Bengal-Nagpur Railway 


ie compliance with the requirements of the Paper Control, the 


report and accounts of the Bengal-Nagpur Railway Co. 
Ltd. for the year ended March 31, 1943, are submitted 
in an abridged form and certain operating figures are 
omitted. The mean mileage worked during the year under 


review was 3,287, compared with 3,298 in the previous year. 
Rs. 1,53,66,210, but this 
was not due altogether to wartime rates and weight of traffic. 
Low rates were for a long time in operation to and from various 
steel under agreements now 
expired, and the company is now enjoying the benefit of higher 
tonnage of this character. Working 
Rs. 1,56,67,979, and the net 
earnings were Rs. 3,01,769 less than in the previous year. As 
announced in the previous report the company is disputing the 
claim made by the Indian revenue authorities as from 1938-39 
onwards that the guaranteed interest of 34 per cent. payable by 
the Secretary of State on the ordinary stock under the working 
contract is hable to Indian income tax. The Appellate Tribunal] 
has given judgment in the company’s favour for the three years 
ending 1940/41. It is learned, however, that the Government of 
India has lodged an appeal in the Calcutta High Court against 
the tribunal’s decision but judgment has not yet been pro- 
nounced. In the accompanying table some financial figures for 
the past two years are compared :— 


Gross earnings showed an increase of 


works concession which have 


heavy 
expenses, however, advanced by 


rates on a very 


1941-42 1942—43 
Rs. Rs. 
Coaching earnings 2,69,06,218 3,65,56,735 
Goods traffic earnings 10,35,47,459 10,86,03,795 
Gross earnings 13,32,55,925 14,86,22,135 
Working expenses 6,75,44,777 8,32,12,756 
Net earnings ... oe 6,57, 11,148 6,54,09,379 
Share of surplus profits site i 21,62,448 20,74,461 
Actual tax liability in India on the surplus profits of 


Rs. 20,74,461 is not yet known. In respect of Excess Profits 
Tax in this country the company’s claim for a substituted profits 
standard has been admitted; however, the actual tax liability in 
this country cannot be ascertained until the actual tax paid in 
India is known. The total return for the year on the ordinary 
stock is again 4 per cent., less tax. 

The percentage of expenses on gross earnings was 55-99 for 
the year under review, against 50-69 for the previous year. In 
general administration expenses there was an _ increase of 
Rs. 42,24,973; in the amount charged to ordinary repairs and 
maintenance there was an advance of Rs. 30,88,160, and. the 
charge for replacements and. renewals was higher _ by 
Rs. 44,06,707. Operating expenses increased by Rs. 40,94,807. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Unique Train-Aircraft Signalling 


Mov. & Tn., 
G.H.Q., M.E.F. 
To THE EpitorR oF THE Railway GAZETTE 

Str,—The article on signalling arrangements for both trains 
and aircraft on the lines of the L.M.S.R. Northern Counties 
Committee on page 93 of your January 28 issue has been read 
with interest. You may like to know we have one on similar 
lines in these parts with the exception that the runway which 
had to be lengthened caused (a) the rebuilding of the station 
on to one side of the gap, (b) closing the station as a crossing 
station, (c) picking up that portion of the crossing loop over 
which aircraft would travel. 

In this case, too, the stop signals on both sides of the runway 
ire only 100 metres away. But the crowning difficulty is that 
theré is only telephone and bell communication between the 
control tower and the signal box and the users of the telephone 
both speak different—much different—languages ! 

Yours, etc., 
A. C. PAYNE, 
D.D.Mecv. {R) Colcnel 


April 25 


Repairing Railway Wagons 
151, Park Road South, 
Newton le Willows, 


Lancashire. June 15 
To THE EpItoR oF THE RaILway GAZETTE 
Sir,—The suggested method of repairing wagons as outlined 


in the April 28 issue of The Railway Gazette has evidently set 
people thinking, as evidenced by the reply from Bromsgrove 
in your June 2 issue. This in itself is a pleasing feature, for it 
is by suggestions, whether written or oral, that we may get 
the best out of this vexed question. There is much to be said 
in favour of both points of view, and there are many others 
which would have to be.taken into account when considering 
an important matter like this. Therefore it is imperative that 
ideas be examined carefully and essential that we be not too 
scathing and condemn them wholesale beforehand. 

The question of economy is going to be determined more or 
less by the future policy of the owners. It may be that they 
will build a wagon and give it a definite lease of life before 
breaking it up. In the intervening time the method of 
repairs would be decided on to give the maximum economy 
during that period : 

If, on the other hand, the owners decided to build a wagon 
and ‘renew its life indefinitely, then to obtain maximum economy 
a different method entirely may be required to cover such a 
long-term policy. 

Many new wagons will have to be built because of damage 
beyond repair; also for reasons of design, due to future develop- 
ments in industry. 

There seems to be a distinction without a difference between 
the points of view put forward on the question of using skilled 
or unskilled labour for stripping down underframes. I suggest 
that what is meant by unskilled labour is low-paid labour, and 
by skilled labour high-paid labour. Whichever is used, both 
agree that they should be trained and experienced. It does not 
follow that because a man is highly-paid that he is necessarily 
more skilful, or would be, in the particular operation for which 
both men could be trained. 

The question of mixing old timbers with new ones may or may 
not be a good policy; to a great extent it devolves on the future 
policy of the owners. Where can we find two persons who could 
agree about the soundness of underframe timbers (‘‘ old ones ’’) 
when legislating for eight years ahead? There may be no 
assurance of the quality of new timbers, but at least it would 
be possible to keep together old timbers of equal quality together, 
and likewise new ones together. 

When repairing a wagon in the orthodox manner, many 
defects are oftimes hidden from view, and it is very often these 
which cause wagons to be shopped again before they are nor- 
mally due. The resultant loss in earning capacity of a wagon 
may easily amount to more than the expense involved in 
taking members apart. 

It certainly does seem that to send all underframe old timbers 
to outstation shops would provide an over-abundance. That, 
of course, depends on the kind of shop we are thinking of. If 
it is the existing: kind of shop it may be true, but if the 
owners decide to build a new factory equipped with modern 
machinery and properly laid out on up-to-date lines, which 
would constitute the main factory for building and rebuilding 
programmes, the existing main factory may then become an 


June 30, 1944 






































































































outstation, which would deal with repairs much on the same 
principle as the main shop, but with the second-hand timbers, 
The existing outstation shops may then be called on to do 
running repairs only to all of the wagons during the respective 
intervening periods. 

It will be seen then that this would mean that a wagon for the 
first eight years of its life would be dealt with at outstation 
running repair shops; then sent to a main G.R.P. factory where 
it would be dismantled and rebuilt with new underframe mem- 
bers; all the sound second-hand members sent to the semi- 
main factory, assembled into a frame and put into traffic for 
four years; then go to main factory No. 1 to complete the 
round. c 

From this it will be seen that the 
programme is embraced into one. 

There is surely plenty of scope for initiative and progressive 
thinking on the subject, many things would have to be taken 
into account other than timbers, etc.; but to assume that 
because we have ramps, mechanical tools, and all the other 
improved methods, that we have reached the peak, is fatal to 
progress. 

The last word has not yet been said, and we must therefore 
welcome the writers for boldness and daring on thé-one hand 
and the criticism on the other. 

I am, faithfully yours, 
D. ROBINSON, 
Foreman, Earlest« 


building and renewal 


Repairing Railway Wagons 


3, The Lawns, Blackheath, 


London, S.E.3. June 21 
To THE Epitor oF THE RarmLway GAZETTE 
Sir,—As a retired Indian railway man with many years’ 


experience of modern steel-built wagon stock and one engaged 
since the war with wagon maintenance and operation in a smaller 
way in this country, I was much interested in the views 
expressed by Mr. Duncan Bailey in your June 16 issue. It 
always has been a mystery to me why wooden construction has 
so long persisted here, when it has surely been abandoned long 
since practically everywhere else in the world, even I believe 
where large supplies of timber are available. It would be 
interesting to know what advantages are claimed for wood over 
steel; economy can hardly be one, considering that, as Mr. 
Bailey says, wooden wagons are in effect being constantly rebuilt 
to keep them serviceable. 

Other points which strike the overseas railway man are the 
low capacity of wagons and the retention of the slack-chain 
coupling. Surely it is time high capacity wagons with screw or 
automatic couplers and continuous brakes were introduced. But 
that is another story. 

Yours faithfully, 
A. E. B. FORBES 


New Road and Rail War Vehicles 


2 Railway. Workshop, Group R.E.., 
Middle East Forces. June 13 
To THE EDITOR oF THE RAILWAY GAZETTE 

Sir,—I wish to draw your attention to a discrepancy appear- 
ing on page 397 of your publication dated April 14, 1944, in the 
article entitled ‘‘ New Road and Rail War Vehicles.”’ 

The design and work involved in modifying the ‘‘ jeep ’’ illus- 
trated was executed entirely by a railway workshop company 
under my command, and not as stated by you. It might be 
claimed that the idea of using such a vehicle on rails originated 
from the officer mentioned, although I have information which 
indicates that converted ‘‘ jeeps’’ were in use both in Australia 
and Iran before the scheme received consideration in Middle 
East. 

I do not wish to claim any: credit for myself, nor would the 
men who were responsible for this work expect any publicity 
since it was a perfectly straightforward modification and merely 
part of the day’s work of a railway workshop company. 

Many of the men concerned have, however, read your article 
and they suffer a natural resentment, which I feel it is my duty 
to correct. Readers at home are frequently unaware of the con- 
ditions under which technical units in tropical countries must 
of necessity carry out their task, and there is nothing more likely 
to undermine morale than misplaced recognition. 

Yours faithfully, 
H. WICKHAM DIXON, 
Lt. Col., R.E. 


{The illustration and information were supplied to us from 
official sources, We are naturally glad to give credit where it is 
due for the conversion of the particular vehicle illustrated.— 
Ep. R.G.] 
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Publications Received 
Early Railways in Surtey.— By Charles 


E. Lee. London: The Railway Gazette, 33, 
Tothill Street, Westminster, S.W.1. 94 in. 
7+ in. 40 pp. Price 2s. 6d. net.— 


Probably no other railway of the pre-steam- 
traction era has been mentioned so exten- 
sively, in both contemporary and modern 
writings, as the Surrey Iron Railway. This 
is not surprising, as it was both the world’s 
first public railway, and also the first of any 
kind in the neighbourhood of the Metro- 
polis. What are less easy to understand 
are the wide variations in the published 
statements, and the apparent conflict of 
evidence concerning important points in its 
history. The writer of this booklet has 
endeavoured for many years to resolve the 
doubtful points and prepare a consistent 
story, and to this end he has undertaken 
both field work and documentary research, 
the results of which have been submitted in 
the form of Papers to various societies from 
time to time. One was published in booklet 
form, under the title of ‘‘ The World’s First 
Public Railway ”’ in 1931, and was reviewed 
in our issue of October 9, 1931; this has 
long since been out of print. 

Subsequent research has resulted in sub- 
stantial additions to our knowledge of the 
Surrey Iron Railway, and its continuation, 
the Croydon, Merstham & Godstone Iron 
Railway, and justified the presentation of a 
Paper to the Newcomen Society for the 
Study of the History of Engineering & 
Technology on December 11, 1940. War- 
time delays prevented the volume of Tyvans- 
actions for the 1940-41 session being 
published until November 18, 1943, and 
thus it was not until that date that the text 
was available for separate issue. By 
courtesy of the Council of the Newcomen 
Society, the type and illustrations have 
been made available for the publication of 
the present book, which sets out, with the 
uuthor’s recognised precision of detail and 
careful annotation, our essential knowledge 
of two pioneer railways which occupied no 
unimportant place in the story of early rail- 
way development. The relationship of the 
Napoleonic Wars to the promotion, con- 
struction, development, and decline of the 
lines makes interesting reading in present 
circumstances. The booklet is well indexed. 
Electric Shunting Locomo- 
Finegan, B.E. London: 

Limited, Tower House, 
Southampton Street, Strand, London, 
W.C.2. 5 in. x 74 in. 192 pp. 84 illus- 
trations. Price 7s. 6d.—This is stated to be 
the first book to be published in this 
country dealing exclusively with diesel- 
electric shunting: locomotives, but it can 
hardly claim on this score that its matter 
is original. It is concerned almost entirely 
with British practice and the descriptive 
sections, comprising much of the content, 
are confined to the 50-ton 350-h.p. 0-6-0 
locomotive, which may be regarded as the 
standard unit in this country. The book 
is apparently based to a considerable extent 
on a paper which was read before the 
Institution of Locomotive Engineers in 
1941. It is No. 23 of Messrs. Newnes 

Electrical Engineer’’ series and is ad- 
dressed to ‘“ drivers, maintenance fitters, 
electricians and all interested in the prac- 
tical side of diesel-electric shunting loco- 
motives.’’ The descriptive matter is ampli- 
fied by elementary expositions of the 
operating principles of the diesel engine, 
the electric generator and the electric 
motor, together with some notes on main- 
tenance and a few general observations. 

The elementary parts are unlikely to be 
of serious interest.to the readers for whom 
the book caters and the maintenance 


Diesel 
tives.—By V. 
George Newnes 
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instructions are too brief to be of value 
to anyone actually concerned with the 
operation of diesel locomotives. This 
aspect of the subject lately has been dealt 
with in another paper read before the 
institution already mentioned and the 
revised data this makes available unfortu- 
nately render the book out-of-date to some 
extent, even before publication. The main- 
tenance of diesel locomotives, in fact, 
hardly could be dealt with adequately in a 
volume of this size. 

The author is not much concerned with 
general conclusions, but recognises that the 
unit he describes is generally suitable for 
its work and able to deal with the largest 
trains which have to be handled. From 
this, it follows that heavier units are not 
likely to be introduced to any large extent 
for purely shunting work and the present 
general arrangement with three coupled 
axles will probably persist. The single 
traction motor with jack-shaft drive, to 
which is mistakenly ascribed, “‘ a pulsating 
torque similar to that of a steam loco- 
motive,”’ however, will be displaced by 
two axle-hung motors with double-reduction 
gears, now that suitable designs have been 
developed. 

Care has been taken to make some 
mention of every component of the loco- 
motive, including the automatic protective 
devices, which may seem to need explana- 
tion. Even the difficulties of treating the 
“torque control relay’’ in a simple way 
have been faced and with the aid of a 
number of simplified diagrams, the author 
succeeds in fair measure in explaining the 
operation of diesel shunting locomotives 
within the limits he has set himself. Un- 
fortunately, these limits do not seem to 
coincide with the needs of those for whom 
the book is intended, and it is difficult to 
envisage a class of reader that could benefit 
greatly from the book. 


Plan for the Economical Distribution, 
Application and Reclamation of Cutting 
Oils and Coolants.—The Ministry of Fuel 
& Power has issued in handy form a number 
of useful notes on the prevention of waste 
of cutting oils and coolants, which will repay 
attention by every machine shop supervisor. 
Methods of mixing and distribution are 
outlined, and hints on the most effective 
application of cutting oils are given in 
detail. A useful collection of sketches 
shows some well-tried distribution devices, 
which originally appeared in the Engineers’ 
Digest. The latter part of the booklet deals 
with methods of recovery and the recon- 
ditioning of used coolants. A table giving 
the oil content (in lb. per cwt.) of various 
forms of swarf, as collected from the 
machines, may come as a shock to many 
engineers, who will, it is hoped, feel equally 
relieved to learn of the high proportion 
which can be recovered if proper methods 
are used. Some notes on the recovery of 
soluble oil emulsions, where such ‘a course 
is practicable, are also given. 


White Metalling.— By H. Warburton. 
(Mechanical World Monographs No. 17.) 
Manchester, 20: Emmott & Co. Ltd., 78, 
Palatine Road. 7} in. x 4}? in. 80 pp. 
Paper covers. Price 2s. net.—From the 
general treatment given in this book, and 
from the preface, we gather that it is 
intended primarily to assist small repair 
shops and jobbing workshops to obtain the 
best results when the relining of white metal 
bearings is occasionally undertaken, rather 
than to attempt to instruct operators in 
specialist works where white metalling is the 
concern of a particular department engaged 
upon it all the time. With this in mind the 
author has provided a great deal of useful 
information and advice, together with a 
certain amount of data on suitable alloys, 
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and how to calculate their proportions for 
specific conditions. The general plan of 
the book is not very obvious. Chapter 1 
considers the ideal bearing-—its characteris- 
tics.and future development. Chapter 2, 
the longest, discusses lining procedure with 
some examples, and white metal stuffing- 
box rings are the subject of Chapter 3. 
Chapter 4 comprises a miscellany of notes 
on fusible plugs, reclamation, costing, 
solders, fluxes and other topics. In com- 
mon with other Monographs of this series 
there is no index or list of contents, so that 
the reader may find some difficulty in find- 
ing his way to any particular information he 
may desire to locate. 


Our Railway History. — By Rixon 
Bucknall, London: Published by the 
author at 71, Witley Court, Woburn Place, 
W.C.1; 7}in. x 4$in. 47 pp. + illustra- 
tion plates. Price 3s. net.—Although rail- 
way books describing conditions on the pre- 
grouping era in Great Britain have been 
issued in profusion, few if any remain in 
print or are easily obtainable even in the 
second-hand market. The author there- 
fore felt that there was a need for a brief 
description of the railways of this country 
as they were before they lost the distinctive 
identities by grouping into four large 
systems, and the present book is his attempt 
to meet this need. In a modest prefatory 
note he offers his work as complementary 
to existing locomotive books and articles in 
railway journals, and states that it is 
intended to fill in the background with a 
connected narrative, and to place events in 
proper perspective and _ position. The 
present booklet, which is in paper covers, 
comprises 47 pages of what is intended to 
be a larger work ; two further components 
are promised, of which the first is scheduled 
to appear in August, price 3s. 6d. 

The present pages deal with the London 
& North Western Railway, the Great West- 
ern Railway, the Midland Railway, the 
North Eastern Railway, and the Great 
Northern Railway, and comprise five chap- 
ters of the finished work. The story is told 
in easy style, and accurately, and is well 
illustrated with railway scenes—principally 
trains—many of which are reproductions of 
photographs by Mr. H. Gordon Tidey. 

Insulating Bricks.—An interesting war- 
time brochure, No. C L.B. 298, issued by 
Cellactite & British Uralite Limited, 52, 
Grosvenor Gardens, London, S.W.1, deals 
briefly with the manufacture, physical 
characteristics, industrial applications, and 
the saving of fuel and heat effected by the 
use of Kimolo insulating bricks in furnaces, 
steam raising and heat-treatment plant 
generally. Effective heat insulation between 
inner linings of metallurgical and ceramic 
furnaces, boiler, chemical and gas plants is 
important, both for high heat output and 
fuel economy. Formerly, bricks and slabs 
for this purpose were based essentially on 
diatomaceous earth which provided a pro- 
duct of high insulating property because of 
its minutely cellular structure. Makers, 
however, were largely dependent on foreign 
supplies of diatomite—now in enemy hands. 
Tests made by the National Physical 
Laboratory show that the Kimolo insulating 
brick has practically the same thermal 
transmission in B.T.U. per sq. ft. per hour 
as a good quality pre-war diatomite _ brick. 
As a backing to furnace linings and in 
boiler, economiser and superheater settings 
and flues, these bricks not only prevent heat 
loss, but they also prevent air infiltration. 
In blast furnace plants, annealing ovens, 
coke ovens, chemical plants and many 
kindred installations their use makes for 
even heat-treatment and rapid heating up 
in intermittent processes, thus improving 
quality and quantity of output. 
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First-CLass ANTAGONISM 
BY JOSEPH SCHRICH 


This story is true from A to Z. Maybe 
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emotional life. 
hissed a new, 
tile intolerance. 


“But why good-bye?’ 
strange voice full of hos- 
““ Why the devil good- 


It is perhaps inevitable, though never- ‘t 'snt even a Story, because it might < sd a ony —_ hero oo a A 
theless a pity, that the National Executive no ss, uf ‘was —— pee Pt ‘yy ' _ 
Pekar. 33 enna nite s ass .ondon to Man- ass fare. 
pg geen is choosing the political approach adie tn i tan tis ti ae Private John had sat down opposite 
o the solution of technical problems.—  ¥*. . ae pct zing ; : and was stretching his legs co 
From “‘ The Economist.” life. For such a social solecism on the ™e€ and was stretching S legs com- Py 
. - . part of a mere sergeant-cadet there were fortably, putting his well-dubbined boots | the 
“ia ae two extenuating circumstances. First of OF the plush beside my best pair of \ Dy 
; _“EstuHeTIC BRIDGES _ all, I had only forty-eight hours’ leave, trousers. ‘‘ Cheer up,’’ he said to Private § Nav: 
The Ministry of War Transport is j, which I had decided to become the co. Fred, who had squeezed himself into the B the 
asking local authorities to appoint con- author of a radio feature about Kare] Place next to me. ‘‘ Cheer up, she’s not § Bom 
sulting architects to assist in the design Capek, so I wanted to read something worth it. To hell with all girls.’’ y expe 
of bridges ‘‘ wherever the esthetic treat- }.° Karel Capek; secondly, I wanted to ‘“To hell,’’ responded Fred sadly 5 30,0 
ment of the structure justifies such a git some sleep Te aa ‘““What about me?”’ His head was | appP! 
— » Fine,’’ said the voice of my sub- drooping alarmingly. book 
. - + ° J “se , ~ ” . ay 
po conscious life as I found a first class What you want, Fred,’’ said John, may 
The centenary of opening, on June 12, compartment without a living soul in imviting the Americans with a glance to § by 
of the Didcot-Oxford section of the Great it “ With a newly acquired first class enjoy his soldierly sense of humour, ff Mad 
Western Railway recalls the ingenuity dignity, 1 pulled down the blind; then ‘what you want is a change of air. g Stat 
employed by one property owner to claim | pulled out the Capek and a sandwich This isn’t the life for you, me lad. It’s } Bha 
compensation from the railway company. f)jeq with sisterly care and cheese the sergeant major that gets you down, Jam 
The owner of a portion of land, over which nq Jettuce. A British naval officer that’s your trouble.’’ 5» oarra 
an embankment was to be carried, built itp golden sleeves entered. sniffed ‘‘ They haven’t paid first class far ; ri 
what he called a “‘ house,’’ but which was, disapprovingly pena: his case nis the hissed the voice of helpless hatred. also 
in fact, a small hut of timber framework AT. and sat ‘Gow on rege other end of ‘‘ The guard will come and _ throw Mul 
covered with brown paper. He claimed the plush them out.’’ ‘“‘ Throw them out?’’ said Nor 
compensation from the railway company “ Whe doesn’t the train start? It the voice of my _ emotional life. to si 
for having diminished the value of his just be bets alesaie?’ sais the wishful ‘‘ Throw out John and Fred, who is 
property, and construction work on the  oice of my dream self. obviously full of unrequited love and 
section of line involved was in consequence Enter two, three—good Lord, four— gin?’’ (‘‘ At least that’s what it smells 
delayed until his claim was settled. five Americans. They looked at me, /ike,’’ interjected the voice of my prac- J 
2" 55 ™ then at the naval officer, and sat down tical experience.) * Really, aren't you J re: 
SMUGGLERS’ TRAIN on the opposite plush. ashamed of yourself? . hat do | ‘aia 
The Sunday evening train from Belfast ‘* Americans are all rolling in Care: hissed the voice of class distinc- ’ pants : 
to Dublin was delayed recently because of money,’’ said the voice of my practical] ton, so malignantly that it took my = 
the arrest of the driver and fireman on experience. ‘‘Look at these corporals, breath away. ‘Let them go into a third _ 
smuggling charges, just as it was about travelling first class as if they thought class carriage, where they belong. What _ 
to leave. The charge against the driver nothing of it. Surely it’s time we Tight have they to make a nuisance of ap 
was dealing in prohibited goods, which - started.’’ : themselves? Persecutors, that’s what mae 
included soap, candles, a child’s frock, We did start, but too slowly. At the they are.” the 
72 lb. sultanas, a suitcase of cycle tyres last moment two British Tommies with Fred put his head on_my shoulder. pare 
and tubes, margarine, brake blocks, full kit literally fell in. ‘“‘ That’s the limit. Really!’’ The a su 
cables, spools of thread, rubber solution, ‘Phew, we just made it,’’ said one, first class consciousness was choking with on 
valve rubber, cycle axles, valves, and taking off his cap and wiping his per- mad rage and self-pity. “ He'll make = 
other goods. The fireman was charged spiring forehead. your tabs greasy. You know English —_ 
with similarly dealing in soap, candles, ‘Good-bye, Mr. Capek,’’ said the Soldiers smear their hair with brilliantine co 
tea, and other goods.—From ‘‘ The Even- voice of my ambitious life. ‘‘ Good- aud violet oil,’’ added the voice of my in 1 
ing Standard.’’ bye, sleep,” said the voice of my practical experience. val 
F ‘‘ Darling Dorothy,’’ sighed Fred in S. I 
i SPS 4) Bile Saslaeeg sD ft x 2 cloner, his dream, ‘‘ please stop being mad with Eco 
fant i eee: <4 tf ae og me.’’ He sighed deeply. ‘* No, she wat 
Abts! IS Hi tae i ba s won't stop being mad with me.’’ the 
abhi . , g Mi Au. £ ‘Stroke his hair,’’ advised John Bei 
Siete +: P ieee, amiably. ‘*Good old Fred, he thinks 
% iit bf j SEASOW Ei amiably. —_** Goo ic : | 
; reweig P you're his girl friend. : 7 
Ruse Be ““Why don’t they go? None of us Nic 
will get any sleep. I do wish the guard tert 
would come. ge Me: 
At Stockport the guard came—just to in t 
tell us that our carriage was being taken the 
off and that we all had to move. I shook rail 
Fred off my shoulder—he had the marks Mr. 
of three pips on his cheek—and went out Un 
without a word. Of course, the rest of the 
the train was crowded. I had to stand wo' 
on the little bridge between two carriagés. Bei 
After a while John pushed his way not 
through to me, stepping over some long- des 
legged sailors stretched out in the corridor. 1 
‘* Hullo, Czecho, there you are,’’ he “ad 
said. ‘‘ We’ve kept a seat for you.” ars 
And without waiting for an answer he “tte 
picked up my bag, stepped over the is ] 
sailors, and opened the door of a com- wa’ 
partment where the five Americans sat hes 
squeezed together like swallows on a tele- 
graph wire. Fred was continuing his 
melancholy dream on the shoulder of the 
naval officer. 
** Hullo,” said the naval officer in a whisper, be 
‘ so as not wake Fred. du 
2: es a ““Hiya, Czecho,” repeated th American ern 
— - , swallows, squeezing still closer together. as 
S$ LZ2i nce “Thank you,” said the voice of my emotional ons 
life. ‘Thank you,” said the voice of my f 
** Don’t let it go any farther, sir, but tomorrow morning we're going enlarged practical experience. The voice o! Re 
to try out cancelling the 8.5 without giving any warning” See, ean ae ee, ! 
Y ag J had never really existed. I wonder.— From pu 
Reproduced by permission of the proprietors of “ Punch”’ “* The Manchester Guardian” by permission. 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


INDIA 


Rail and Sea Transport 

Pressure on the railways has been eased 
by the fact that the British India Steam 
Navigation Co. Ltd. has been entrusted with 
the carriage of food grains from Karachi to 
Bombay, Cochin, and Alleppey. It is 
expected that the company will carry about 
30,000 tons during the season, at rates 
approved by the Government. Through 
booking facilities, by means of which goods 
may be conveyed partly by rail and partly 


by vessels from and to stations on the 
Madras & Southern Mahratta, Mysore 
State, South Indian, Gondal, Porbandar, 


Bhavnagar, Junagadh State, Morvi, and 
Jamnagar & Dwarka Railways, have been 
arranged with those lines. 

Che steamship company has made plans 
also for conveying Punjab cotton from 
Multan and Lyallpur to Karachi over the 
North Western Railway, and to transfer it 


| | RHODESIA 


Railways and the Government 

So far no appointment by the British 
Government has been announced of a 
commissioner to investigate the proposal, 
made by the Government of Southern Rho- 
desia, for the State acquisition of the 
Rhodesian railway system (see The Railway 
Gazette of October 8 and November 5, 1943). 
Sir Godfrey Huggins, the Prime Minister of 
the Colony recently said that the British 
Government had been unable so far to find 
a suitable person, as so many were engaged 
on important work connected with the 
prosecution of the war; that was a serious 
matter, as certain options and debenture 
conversions would become practical matters 
in 1946 and 1947. He paid tribute to the 
valuable report received from Professor 
S. H. Frankel, Head of the Department of 
Economics & Economic History at Wit- 
watersrand University, on the finances of 
the railway system. 

Beit Bridge—West Nicholson Railway 
Link 

The construction of a line from West 
Nicholson to Beit Bridge, the Rhodesian 
terminus of the line from Pretoria and 
Messina, was urged during a recent debate 
in the Senate of the Union of South Africa ; 
the object would be to give a more direct 
rail route between the Union and Rhodesia. 
Mr. F. C. Sturrock, Minister of Transport, 
Union of South Africa, in reply, said that 
the South African Railways Administration 
would be glad to see closed the gap between 
Beit Bridge and West Nicholson, but could 
not interfere with the affairs of the Rho- 
desia Railways. 

The question of the rail link has been 
mooted from time to time for the purpose 
of affording a more direct route to Johannes- 
burg, Durban, and Lourengo Marques than 
is provided. by the existing line from Bula- 
wayo via Mafeking ; but the scheme has not 
been reported on favourably. 


Copper Production and Rail 
Transport 

It has been announced that there is to 
be a 20 to 25 per cent. decrease in the pro- 
duction of copper from the mines of North- 
ern Rhodesia, and it has been stated that, 
as a consequence, there is likely to be a 
curtailment of development work in the case 
of certain mines. A statement from the 
Raw Materials Board in Washington was 
published recently to the effect that the 


export of copper from Northern Rhodesia 
was to be reduced ‘‘less because of any 
over-production of copper by the United 
Nations than because copper was competing 
with vitally-needed coal and metallurgical 
chrome for the limited rail facilities in that 
area.” 

It was subsequently stated officially that 
the question of priority in the use of railway 
wagons for the export of coal and base 
minerals was still under discussion. 


Concessions to Servicemen’s Widows 

The Rhodesia Railways until further 
notice will grant to widows of servicemen, 
who do not remarry, and to their children, 
such concession tickets and reduced tariffs 
at the Victoria Falls Hotel as would have 
been applicable had their husbands lived 
and remained in the Forces. Any number 
of rail concessions will be granted in one 


UNITED STATES 


A School for Politeness 

A committee was appointed, at a joint 
meeting of the Transcontinental, Western, 
and South-Western Passenger Associations 
held in Chicago during February, to study 
ways and means of educating railway 
employees in giving attention to the needs 
and problems of passengers. The com- 
mittee has seven members, drawn from the 
principal railways serving the territory con- 
cerned—the Atchison, Topeka & Santa Fe ; 
Chicago & North Western ; Chicago, Rock 


Island & Pacific; Illinois Central; Mis- 
souri Pacific; Southern Pacific; and 
Union Pacific. Another committee ap- 


pointed at the same meeting is studying 
questions of post-war conditions likely to 
affect railway travel, including fares, ser- 
vice, and equipment. 

New Chesapeake & Ohio C.T.C. 

An order has been placed with the Union 
Switch & Signal Company by the Chesa- 
peake & Ohio Railway for c.t.c. material 
required, including code equipment for 
remote-control crossovers, electrically- 
locked switches, and reverse traffic signal- 
ling, on two sections of the double-track 
main line between Richmond and Newport 
News, Virginia. One installation concerns 
the 7-mile stretch between Fort Lee and 
Fulton, for the working of which a style 
‘C” control machine will be installed in 
the ‘‘ R”’ signal tower at Fulton; and the 
other is from ‘‘ XA ”’ signalbox at Newport 
News, where the second style “‘C”’ control 
machine will be located, for the 11 miles to 
Oriana. Installation will be carried out by 
the company’s own staff. 

Union Pacific Locomotive Power 

Few American railways have rivalled the 
Union Pacific in the development of high- 
power locomotives in the last few years. 
A standard 4-6-6-4 articulated type, of 
which the engine weighs (without tender) 
280 tons and has four 21 in. xX 32 in. 
cylinders, 5 ft. 9 in. driving wheels, and 
280 Ib. pressure, was developed in 1936 : 
of this type, 85 are already in service, and 
20 more are on.order. Five years later, in 
1941; the first of the considerably larger 
4-8-8-4 locomotives of the “ Big Boy ”’ type 
was introduced, weighing 340 tons without 
tender, and with four 23}? in. x 32 in. 
cylinders, 5 ft. 8 in. driving wheels, and 
300 Ib. pressure ; of these, the largest and 
most powerful steam units in the United 
States, 20 are in service and five more are 
on order. Finally, there is the 4-8-4 
express passenger series, the first of which 
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was built in 1937, weighing 2154 tons with- 
out tender, and with 25in. x 32 in. cylin- 
ders, 6 ft. 8in. driving wheels, and 300 Ib. 
pressure ; of these, 35 are at work and 10 
more are on order. In seven years, there- 
fore, 140 of these very large units have been 
placed in sevice on this railway, and shortly 
the number will have been increased to 175 ; 
all have been or are being built by the 
American Locomotive Company at its 
Schenectady Works. : 


ARGENTINA 


State Railways Works Programme 

The Government has approved the works 
programme for the current year submitted 
by the State Railways Administration, to 
a total of 12,083,000 pesos, which amount 
is to be found from the net working receipts 
during the year in question. The pro- 
gramme covers the construction of build- 
ings and shunting yards; and enlargement 
and improvement of the workshops of the 
Central Northern Section, as well as rolling- 
stock renewals for that line. The sum of 
1,550,000 pesos is earmarked for payment 
for the Mendoza-Rosario Railway, the 
purchase of which by the State Railways 
was approved at the end of 1943. ; 

Railways’ Exchange Rate 

Government Decree No. 8754/44, dated 
April 10, stipulates that the remittances 
which the railway companies, national or 
provincial, may effect during the course of 
the year 1944 for the payment of financial 
services (see The Railway Gazette of May 5) 
shall be liquidated through the Central 
Bank of Argentina at a special rate of 
exchange on the basis of 16.15 paper pesos 
to the /, and that the total amount to be 
remitted at the rate mentioned shall not 
exceed the sum of £5,000,000. The Central 
Bank shall adopt the necessary measures to 
adjust to the rate indicated the remittances 
which the railway companies may have 
effected during the present year. The 
Decree also states that the Central Bank 
shall communicate to the Ministry of 
Finance, separately, the amounts corres- 
ponding to the British Railways Exchange 
Pool and to each of the other railway 
companies. 


SWITZERLAND 


Rhaetian Railway 

Working receipts for 1943 of the Rhaetian 
Railway amounted to fr. 14,600,000, com- 
pared with fr. 12,800,000 for 1942, and 
working expenditure was fr. 9,700,000, 
against fr. 8,700,000. The increase in 
working receipts was due largely to the 
passenger receipts, which amounted to 
fr. 7,800,000 (fr. 6,600,000). The working 
surplus for 1943, at fr. 4,900,000, exceeded 
that for 1942 by fr. 800,000. 

The budget for 1944 shows working 
receipts at fr. 13,970,000, and ancillary 
receipts at fr. 4,800,000. The receipts will 
suffice, it is believed, to cover total expen- 
diture, which is expected to _ include 
fr. 7,560,000 in respect of wages, salaries and 
war supplements; fr. 3,030,000 for sup- 
plies; fr. 1,680,000 for depreciation ; 
fr. 1,640,000 for interest service; and 
fr. 43,000 for miscellaneous expenditure. 

The financial agreement between the 
company on one side and the Federal and 
Cantonal Governments on the other, based 
on the Law of April 6, 1939, concerning 
financial assistance to be granted to private 
railway concerns, envisages an allocation 
by the Confederation of fr. 35,600,000. Of 
this sum, fr. 25,600,000 is considered a total 
loss from the outset; the balance of 
fr. 10,000,000 will take the form of prefer- 
ence shares. The Canton of the Grisons is 
to participate to the extent of fr. 38,500,000. 
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Workmen’s Fares 


Survey of the provision of cheap daily conveyance of workmen 
between suburban homes and their places of business* 


LADSTONE’S Act of 1844 required 
all passenger railway companies to 

run at least one train along their lines 
from end to end, including branches, in 
each direction, every weekday, except 
Christmas Day and Good Friday, and on 
Sundays too if the company ran Sunday 
trains at all, at a fare—subsequently 
known as the Parliamentary fare—not 
exceeding one penny a mile. The speed 
was not to be less than 12 miles an hour, 
including stoppages at every station, and 
the carriages were to be provided with 
seats protected from the weather, to the 
satisfaction of the Board of Trade. The 
requirement of one train a day, which 
was not substantially exceeded in a great 


many cases, precluded regular railway 
travel by third class passengers as be- 
tween residence and place of business, 


and, in view of the great importance of 
such transport at the present time, it is 
not without interest to consider the 
spread of the cheap fare for workmen. 

In early years of long-distance rail- 
way travel, there had been some pro- 
vision of what was called ‘‘ accommoda- 
tion for the working classes,’’ but this 
had been intended for workmen travelling 
in search of employment, casual labourers 
proceeding from one part of the country 
to another, and seamen arriving at ports 
distant from their homes. It was an en- 
tirely different matter from the daily con- 
veyance of workmen between suburban 
homes and their places of business. The 
latter need did not assume substantial 
proportions until the spread of London 
(and some other cities) in the ‘seventies. 
It is this daily conveyance at cheap fares 
that is commonly meant in any con- 
sideration of workmen’s fares. 


Workmen’s Trains before 1883 


Sherrington’s ‘‘ Economics of Rail 
Transport in Great Britain’’ says cate- 
gorically (Vol. II, page 111, Second 
Edition, 1937) that ‘‘ workmen’s fares 


were started in the year 1883 as a result 
of the Cheap Trains <Act.”’ Pratt in 
‘* Railways and their Rates ’’ (1905) said 


lington Railway between Middlesbrough 
and Eston at least as early as 1852, and 
similar facilities were no novelty in some 
mining districts, although mainly on 
private or semi-private railways. Apart 
from such early examples, however, there 
is clear evidence of Statutory obligation 
to provide workmen’s trains, and also of 
the operation of such trains, two decades 
before the Act of 1883, and even before 
the Great Eastern extension to Liver- 
pool Street was sanctioned. It seems 
that, when the Act of 1883 was passed, 
six railway companies in the London dis- 
trict were under obligation to run work- 
men’s trains at cheap fares. These obli- 
gations related only to 11 trains, but the 
companies then ran 110 trains. Details 
are given in the accompanying table, 
extracted from a Board of Trade report. 

It would appear that the first Act 
requiring workmen's trains to be run was 
that of August 6, 1860, authorising the 
Metropolitan Extensions Lines of the 
London, Chatham & Dover Railway. 
Five years later, at a meeting of the com- 
pany, Mr. J. S. Forbes said that, when 
the Bill for the Metropolitan Extensions 
was before Parliament, the company was 
described as a great destroyer of house 
property in London, and was charged 
with turning the working man out of his 
habitation. To meet this state of feeling 
it was thought advisable to make a grace- 
ful concession on the part of the com- 
pany; it therefore volunteered to run 
cheap trains for the benefit of workmen, 
and a clause was inserted in the Act of 
-arliament for that purpose. That Act 
fixed both the hour at which the trains 
should be run, and the fares to be 
charged, and the company had strictly 
adhered to the Act in these particulars. 
He believed those trains would be suc- 
cessful, and prove both béneficial to the 
working classes and advantageous to the 
company. 


Early French Experiment 


the L.C.D.R., 
area workmen’s fares 


or indeed any 
had been 


Before 
London 





Workmen's trains 


required to be run 


Workmen's trains 


Railway daily under clauses actually run 
in railway companies’ daily in 1883 
Acts prior to 1883 
Number Mileage Number Mileage 
Great Eastern ine ave 5 22-25 23 116-50 
Metropolitan ae ait nee tie 2 9-50 12 98-00 
London, Chatham & Dover ! 3-75 13 93-50 
East London toe eee one eee ! 4°50 17* 79-75* 
Metropolitan District ... _ ee ! 5-19 5 28-71 
North London ... mal iit ! 2-00 5 10-00 
London, Brighton & South Coast No statutory obligation 15 138-00 
London & South Western 12 125-75 
Great Northern ... sie oo 2 32-73 
London Tilbury & Southend Statutory provision not 3 22-84 
compulsory 
South Eastern No statutory obligation 2 17-61 
Great Western ... a None 
London & North Western None 
Midland won ae None 
Total _ es wie a 47-19 110 763-39 


that the origin of workmen’s fares was an 


obligation entered into by the Great 
Eastern Railway in 1864. Neither state- 
ment is correct. There had been work- 


men’s trains on the old Stockton & Dar- 





* Extracts from Part I of a paper entitled “* Pas- 
senger Class Distinctions "’ presented to the Institute 
of Transport by Mr. Charles E. Lee, and published 
in The Journal of the Institute of Transport for May 





* Run by the London, Brighton & South Coast Railway Company 


put into operation, the experiment had 
been made in France.* When the Est 
Railway opened its branch to Vincennes 
and Varenne-Saint-Maur, the company 
decided to run, for the convenience of 
workmen, one exceptionally cheap train 
to Paris every morning (arriving at 6.30 





* See The Railway News of May 14, 1864 
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a.m.) and from Paris in the evening 
(leaving at 7.30 p.m.). Thetimes were fixed 
by the Government. The fares were about 
half the ordinary third class fares, and 
amounted to 2 centimes a kilometre, with 
44 lb. of baggage permitted. No returns 
were issued, but children under 10 paid 
half fare. Experience throughout 1863 
showed that very little genuine residen- 
tial traffic resulted (as the Paris working 
classes would not live away from the 
city), but that it was in effect third class 
excursion traffic. 


The Metropolitan as Pioneer 


The first London line to introduce 
workmen’s fares was the Metropolitan 
Railway. It took this step in May, 1864,* 
well in advance of any Statutory obliga- 
tion. At first the trains carried about 
2,000 weekly in each direction, and the 
number gradually increased to 4,000. 
There were two trains each way, start- 
ing at 5.30 and 5.40 a.m., and the work- 
men were permitted to return by any 
train in the day for the return fare of 
3d. The company was not compelled to 
provide any workmen’s trains until the 
line was open to Moorgate, when it was 
required to run one train each way daily 
at a single fare of 1d. (The Moorgate 
extension was authorised by Act of 
August 6, 1861, and opened on Decem- 
ber 23, 1865). 


L.C. & D.R. Workmen’s Trains in 
1865 . 


On the Metropolitan Extension of the 
London, Chatham & Dover Railway Com- 
pany, which connected Blackfriars and 
Ludgate Hill with Victoria via Walworth, 
Camberwell, Brixton, and Stockwell, 
workmen’s trains began running on Mon- 
day, February 27, 1865.t There were 
two trains every week-day from each ter- 
minus, for the exclusive accommodation 
of ‘‘artisans, mechanics, and daily 
labourers, both male and female,’’ going 
to their work, or returning from work 
to their homes. Every passenger was re- 
quired to hold a weekly ticket, price one 
shilling, to be obtained, either at Lud- 
gate Hill or Victoria, not later than the 
Thursday before the week for which the 
ticket was to be used; and, to prevent 
any abuse of the privilege of the cheap 
trains, the ticket-holder was required to 
give not only his own name, address, 
and occupation, but likewise that of his 
employer. With this ticket he was en- 
titled to travel once a day, in both direc- 
tions, to and from Ludgate Hill and Vic- 
toria, or either of those stations and any 
of the intermediate stations—namely, 
Blackfriars Bridge, Borough Road, Ele- 
phant & Castle, Camberwell Gate, Cam- 
berwell New Road, Loughborough Road, 
Brixton, North Stockwell or Clapham, 
Stewart’s Lane, and Battersea Park—but 
was not allowed to vary the journey 
from one day to another, and had to go 
over the same portion of the line daily 
throughout the week. The morning 
trains from each end of the line left at 
4.55 a.m., and arrived at the other end 
shortly before 6 o'clock. The evening 
trains, on five days of the week, left at 
6.15 p.m., but on Saturdays at 2.30 p.m. 
No ordinary luggage might be conveyed, 
but a workman’s basket of tools or im- 
plements of labour, not exceeding 28 Ib. 
in weight, was allowed for every passen- 
ger. These trains would appear to be the 
first ever worked under Statutory obliga- 
tion. 

The North London Railway workmen’s 





*See The Railway News of August 20, 
February 25, 1 

+ See The Illustrated London 
1865 


1864, and 
News of April 22, 
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ns were a requirement of the Act 
authorising the 2-mile City extension 
from Dalston to Broad Street, which was 
opened on October 31, 1865; this Act 
stipulated one workmen’s morning train 

m Dalston to Broad Street, and one 
return train in the evening, at 1d. fare. 


More Workmen’s Trains Demanded 
\t this period there was some public 
agitation for the provision and extension 
workmen's facilities by an organisa- 
n called the Metropolitan Association 
for Procuring Cheap & Regular Railway 
Accommodation for the Working Classes, 


which was established in June, 1868 \t 
first annual meeting, held on October 
7, 1869, it was recorded that 18 public 


etings had been held and a petition had 
en presented to Parliament. This peti- 
mn included the following points: That 
rains should be run between the hours of 
ind eight o’clock in the morning avail- 
for all workmen, artisans, clerks, 
mechanics, and daily labourers; that work 
men’s tickets should be issued daily 
instead of weekly, and available for return 


five 





it any time in the day; that workmen’s 
tickets should be issued to and from 
stations within a radius of ten miles of 
the General Post Office at one penny for 


each journey; and that similar provision 
should be made for the cheap conveyance 
of piece-workers, hawkers, 
ind others. Some of the speakers at this 
issociation’s meetings showed antagonism 
to railways as ‘‘ large monopolisers,’’ and 
in general the feeling was expressed that 
civilisation, as represented by railways, 
had inflicted a great hardship upon the 
working classes by removing their dwell- 
ings, and it was only fair that cheap trains 
should be run for the accommodation of 
those who had been displaced from living 


sempstresses, 


in the neighbourhood where their work 
lay. At one meeting, for example, Mr. 
Ellerton, a working man, said that the 
North London Railway had turned out 


1,000 persons in one day from Long Alley 
and Bethnal Green for the purposes of its 
railway, without giving them the slightest 
equivalent. In passing, it may be 
recorded that this movement secured com- 
paratively little attention from the rail- 
way press, and that even such references 
to its meetings as were published are not 
readily found, as they appeared under the 


cryptic title of ‘‘ Filibustering Move- 
ments Whether the title was justified, 


in the American political sense of obstruc- 
tionism, is a matter upon which the pre- 
sent writer, as a recorder of facts, is not 
prepared to express an opinion. In the 
old English sense, a filibuster was one who 
engaged in unauthorised warfare against 
foreign State The efforts to secure 
workmen’s fares extensively were certainly 
not unauthorised (in the sense of being 
illegal) and they were ultimately success 
ful in achieving their main objective 
Without obligation, the South Eastern 
Railway introduced workmen’s tickets on 
its Woblwich-Plumstlead-London line at 
he end of 1868. They were 4d. a day, 
but there were also weekly and fortnightly 


ickets. The London, Brighton & South 
Coast Railway began the issue of work 
men’s tickets on January 1, 1870. 


[he most extensive pre-1883 require- 
ments of Parliament for the provision of 


vorkmen’s facilities were those imposed 
on the Great Eastern Railway. In order 
to assist the dwellers in the tenement 
houses who would be displaced by the 


onstruction of the railway to Liverpool 
Street, the Act for that extension (July 
29, 1864) compelled the company to run 
one train in the morning from Waltham- 
stow (Wood Street), and one from Edmon- 
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ton, to Liverpool Street, together with a 
return train to each place in the evening, 
at a tare of 2d. for the return journey. 
This was the alternative to erecting work- 
men’s dwellings to re-house the persons 
disturbed by the Liverpool Street exten 
sion. The G.E.R. line was opened from 
3ethnal Green Junction to Stoke Newing 
ton on Monday, May 27, 1872, and ordin- 


ary traffic (from Bishopsgate) began at 
7 a.m., but there were workmen’s trains 
at 5,20 a.m. and 6.20 a.m. from Stoke 


Newington, calling at all intermediate 
stations. Liverpool Street Station itseif 
was opened on February 2, 1874. 


Liberality of the G.E.R. 
The G.E.R. greatly exceeded its mini- 
mum legal requirements, as shown by the 


table, and the position towards the end 
of the century was described* by Lord 
Claud John Hamilton (Chairman of the 
Great Eastern Railway) as follows :— 


‘The need of so enormous a station as 
Liverpooi Street is exemplified by the fact 
that on October 18, 1898, it was found on 
counting that 133,481 passengers arrived 
and departed. It was no special occasion 
and that may be taken as about the nor- 
mal number of passengers using the station 
A very large number of these 
passengers are, of course, workmen, as is 
natural, seeing that the Great Eastern 
serves the eastern suburbs of London 





every day. 


Although bound to run only one work- 
men’s train a day each way, as a matter 
of fact no less than 18 such trains are 


run, seven of them starting from Enfield, 
two miles further on than Edmonton. 
Twenty-two miles for twopence is prob- 
ably the cheapest railway journey in the 
world. Twopence for the return journey 
is also charged by five morning trains from 
Stratford to Liverpool >treet and by two 
from Stratford Market. 

‘ Over and above the twopenny trains, 
a large number of half-fare trains are run 
from Highams Park, Enfield, Palace Gate, 
Cheshunt and Romford, to Liverpool 
Street and from Liverpool Street to 
those places. The passengers by the 
twopenny trains are not to be com- 
mended as models, either in language or 
attire. In fact, they form no inconsider- 
able proportion of London's vast army of 
unskilled labourers. The half-fare trains 
are used by the better class of workmen, 
warehousemen, shopmen, and not a few 
poorly-paid clerks. In 1897, the Great 
Eastern carried close upon six million pas- 
sengers by the twopenny trains and four 
millions by the half-fare trains. The last 
half-fare train arrives at Liverpool Street 
just before 8 o'clock Henceforward 
during the day ordinary fares are charged. 

, 2 respect Liverpool Street 
Station is unique: except for a few hours 
on Sunday morning it is never closed, for 


one 


since June 21, 1897, an all-night service 
has been run between Liverpool Street 
and Wood Street, Walthamstow. Half 


fares are charged by these night trains, 
and they are a distinct boon to the toilers 
in the various markets and newspaper 
offices, together with many others who are 


on duty when the rest of the world is 
sound asleep.’’ 

A somewhat similar situation arose in 
New York when the elevated railway 
system was being built. Rates of fare 


were prescribed by a Commission of 1875, 
which required trains to be operated from 
5.30 to 7.30 a.m. and from 5 to 7 p.m. at 


half fares. Accordingly, the ‘‘ rush 
hours’’ in New York became known to 
railwaymen as ‘‘commission  hours,’’ 


because trains were operated at cheaper 


*See The 





Railway Magazine of December, 1898 
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fares in those hours, as provided for by 


the Commission. 

‘““ Workmen’s trains’’ were introduced 
on the Riverside branch of the North 
Eastern Railway, between Newcastle and 
North Shields, on December 6, 1880. The 


tickets were sold in double-journey sets of 
six, and workmen who had _ formerly 
travelled by the river steamboats were not 
slow in taking advantage of these cheap 
trains. 
Cheap Trains Act, 1883 

ral and compulsory 
dates 


Ot course, the 
introduction of 


gene 
workmen’s fares 
from the passage of the Cheap Trains 
Act, 1883, and the _ relevant clauses 
therein were directly due to the Select 
Committee of the House of Commons, 


appointed in 1882 to consider the work- 
ing of the Artisans’ Dwelling Act. This 


committee dealt with the question of 
transit, and its bearing on the housing 
problem, and recommended “ that similar 
conditions as to workmen’s trains within 
a certain distance from London to those 
now imposed upon the Great Eastern 
Railway should be enforced in the case of 


other companies as opportunities may 
offer."’ The Act of the next year went a 
good deal further, and required that 


proper and sufficient workmen’s trains for 
workmen going to and returning from 
work must be provided at such times and 


at such fares as the Board of Trade 
deemed reasonable and necessary. 
The London County Council making 


special inquiry, in 1892, into the service 
of workmen’s trains in London, gave the 


Great Eastern Railway the position of 
honour as a carrier of the industrial com- 
munity. ‘‘ The Great Eastern is especi- 


illy the workmen’s London railway—the 
one above all others which appears to 
welcome him as a desirable customer, 
whose requirements it accordingly makes 
the subject of special study and provision 
to an extent and in a variety of ways 
that no other London line seems to do.”’ 
Of the London, Brighton & South Coast 
Railway, the L.C.C. said: ‘‘ The service 
is undoubtedly a very fine one, not only 
as regards the number of trains, but also 
the suitable times and intervals at 
which they are run, the limit of time 
over which they extend, and above all 
in the absence of almost every kind of 
restriction by which other companies 
hamper the holder of workmen’s tickets. 
The generous and enlightened policy of 
the company in regard to working men 
stands in marked contrast to that of 
others, and might well be made an 
emulation by most of them.”’ 
With regard to the London & South 
Western Railway, the report remarked: 

There are on this railway some curious 
anomalies that must cause inconvenience 
to working men. To 15 places workmen's 
tickets are not issued from Waterloo but 
are to it; to three places—two of them 
within the Metropolitan area—workmen’s 
tickets are issued from Waterloo, but not 
to it.’’ 


as to 


some 
object ot 


L.N.W.R. and G.W.R. 


[The London & North Western Railway 
and the Great Western Railway came in 
° ° oe s ” 
for criticism Both these lines, the 
report asserted, ‘‘ touch Willesden Junc- 


tion, and probably no part of the area of 
London is so poorly provided 
trains as the district 
iround this junction. A police constable 
it Ealing says that he has to call work- 
men as early as 3.30 a.m. to enable them 
to walk to Shepherd’s Bush—a distance 
of four miles—the nearest station at 
which they can get a workmen’s train to 


(Continued on page 668) 


suburban 
with workmen’s 
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Duplex Roomette Sleeping Car 


New experimental type of sleeping car in the United States 


A NEW-TYPE duplex sleeping car that 
: combines passenger privacy with 
economy in the price of the accommoda- 
tion, has been completed at Pullman Car 
Works in the United States for experi- 
mental operation by the Pullman Car 
Company. 

This new type of lightweight sleeper is 
the result of a series of experiments begun 
several years ago; the particular idea was 
to develop sleeping-car designs in which 
as many individual room accommodations 
as possible could be installed, and offered 
at lower cost than the larger standard 
type rooms. 

The new ‘‘ duplex roomette’’ stream- 
line unit will carry 24 persons in single 
occupancy rooms, at a proposed cost of 


, 





Impression of day time arrangements 


only 10 per cent. above that charged for 
a lower berth. 

By utilising every subic foot of interior 
space, the new car houses 24 roomettes 
on two levels, as compared with 18 accom- 
modations in the single level roomette 
cars now in operation. Each alternate 
room is set on an elevated floor level, per- 
mitting it to dovetail with its neighbour- 


ing rooms without sacrifice of space 
needed for comfort. 
The cars are not two-storey, as the 


upper roomette is only two feet above 
floor level, and is entered by a single step 
facing the centre aisle. Rooms of both 
levels have practically the same dimen- 
sions. The upstairs bed is folded into the 
wall, and downstairs the bed is rolled 
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into the wall and kept under the step 
leading to the upstairs room. Beds will 
be made down before the train’s departure 
to allow passengers to undress and retire 
simply by pulling out the bed when 
ready, without assistance from the porter. 
The bed in each room is 6 ft. 5 in. long 
and 32 in. wide, the same dimensions as 
in standard roomette cars. 

Each roomette has a folding washstand, 


toilet facilities, individual heat and air- 
conditioning controls, ample baggage 


space, electric shaving outlet, cold water 
container, and other standard equipment. 

With production of Pullman cars held 
up by wartime priorities, this experimental 
duplex roomette car for the present is to 
be the only one of its kind. The Pullman 
Company plans to try it out in an experi- 
mental way on various railways all over 
the United States, to gauge the reaction 
of travellers. For the foregoing informa- 
tion and the accompanying illustrations we 
are indebted to The Pullman News. 








Night time arrangements with beds lowered 











WORKMEN’S FARES 
(Concluded from page 667) 
take them to London. This also occurs 
at Acton and Hanwell; in the latter case 
the distance the men have to walk is 
stated to be about six miles.’’ 
The first public notice of the L.N.W.R. 
as to workmen’s tickets had appeared in 


February, 1885. The fares were :— 
Euston & Broad Street 
3rd return 
Willesden Junction... eis 6d. 
Queen's Park ne - 4d. 
Kilburn ... — we ae 4d. 
Loudoun Road ... ion wes 4d. 


In June of the same year, the fares 
for Euston were altered to:— 


’ 

Willesden Junction 4d. 
Queen's Park 3d. 
Kilburn ... eos 24d. 
Loudoun Road ... 2a. 


A list of L.N.W.R. workmen's tickets 
was given in the December, 1887, time- 
table; this indicated a considerable exten- 
sion of the list that had appeared pre- 
viously, and tickets were announced from 
all the large provincial towns to the 
various suburban stations used by work- 
people; both daily and weekly fares were 
advertised. Nevertheless, five years later 
the company’s London facilities were 
regarded as meagre. 

After the London County Council spoke 
so strongly in favour of the better pro- 
vision of workmen’s trains, inequalities 
both of service and of fare were reduced 
to some extent. For example, the 
L.B.S.C.R. permitted the holder of a 
workman’s ticket to return by any train; 


and the Metropolitan Railway Company 
amended its workmen’s fares on June 1, 


1892, adopting the following scale: for a 
distance of 5 miles and under, 2d.; from 
5 to 10 miles, 4d.: from 10 to 15 miles. 
6d.; these were day return fares in every 
case. 

Altogether, by the year 1913, there 
were 1,000 cheap trains connecting 500 
stations with London, and more than 
half of these trains carried workmen at 
fares of not more than 2d. for the double 
journey. The number of passengers car- 
ried at workmen’s fares over the whole 
of the railways in Great Britain exceeded 
255 million. The total had increased to 
412 million in 1919. This great volume 
of traffic was handled at fares which were 
generally unremunerative, but were not 
increased until 1920 when the Rates 
Advisory Committee recommended re- 
vised scales of charges. 





KUM 


Ju 


4-8-! 
2-8-5 
addi 

Tk 
heavy 
whic 
origi 
so ft 


A 
plas 
or Tf 
Rue 
Ave! 
are 
type 
Lircr 
whet 
sary 
insti 
the 
ind 
be d 

As 
ng 
port 
(Om ] 
1 pr 
gene 





tep 
vill 
ure 
‘ire 
en 
er, 
ng 


as 


nd, 
1ir- 
ige 
ter 


eld 
tal 
to 
lan 
ri- 
ver 
ion 


we 


2m 
es 


Ty 


ere 
100 
an 


ble 








June 30, 1944 


THE RAILWAY GAZETTE 







Heavy-Freight (War Standard) Metre-Gauge 
Beyer-Garratt Locomotives 


lesigned and built to the order of the Ministry of Supply for 
the War Department 


+N our issue of June 11, 1943, we 
~ published a full description and illus- 


ition of a standard type of heavy 
eight Beyer-Garratt locomotive which 


id been produced to meet the needs of 
irious 3-ft. 6-in. gauge 60-lb. rail lines 

Africa. We are now able to publish 
tails of a further number of these loco- 
motives which have been built, but 
rranged for metre-gauge and provided 
ith additional coal and water. They are 
1e largest and most powerful locomotives 
perating on the metre gauge with the 
bove weight of rail. 
These engines are 
as those previously built, 
vheel arrangement has 


essentially the same 
except that the 
been altered to 


the minimum alteration for the metre or 


the 3-ft. 6-in. gauge, with consequent 
economy in manufacture. Twelve tons of 
coal and 6,000 gall. of water are now 


locomotives to meet 
existing local conditions. There has been 
a slight increase in the axleload to 13} 
tons to take care of the greater weight 
and the total weight for the metre-gauge 
type is now 172 tons as against 150 tons 


carried by _ these 


of the previous production for the 
3-ft. 6-in. gauge. 


been fitted 
brake equipment and 
central! coupler with 
later fitting of 
They also have 


The engines illustrated have 
with Westinghouse 
the M.C.A. type 
for the 

Type. 


provision 
the M.C.B. 
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earlier type. The principal details and 
dimensions are given below:— 

Cylinders (4), dia. x stroke 19in. X 24 in. 
Coupled wheels, dia. ... 3 ft. 94 in 
Truck wheel, dia. : 2 ft. 44 in 
Wheelbase, each unit ... 23 fe. LI din 

. rigid S nies .. 12 ft. 9in 

- total dea ves -» 77 ft. Sin. 
Length over buffers... --» 88 ft.O0in 
Height (rail to top of chimney) 12 ft. 6in 
Width over cab 9 ft. 6in 
Axleload 134 tons 
Adhesive weight 106 tons 
Coal capacity 12 tons 
Water capacity . 6,000 gallons 
Total weight (in ‘working order) 172 tons 
Tractive effort at 85 per cent. b.p. 58,260 Ib. 

a be 75 per cent. b.p. 51,410 Ib. 
Boiler pressure : See 180 Ib./sq. in. 
Boiler barrel, dia. - 7 ft. Oin. 
Length between tubeplates 11 fe. 8§ in. 


Heating surface : 
Tubes 
36 flue, 54 in. out. dia. 


282 small, 2 in. out. dia. ... 2,328 sq. ft. 


D4 


Firebox (including arch tubes) 212 sq. ft. 
Total evaporative . 2,540 sq. ft. 
Superheater—1} in. dia. tubes 470 sq. ft. 
Total 3,010 sq. ft. 
Grate area 51-3 sq. ft. 





General view of one of the 


4-8-2 2-8-4, instead of the previous 
2-8-2 2-8-2, so as to accommodate the 
idditional fuel and water supplies. 

To meet strategic needs, a standard 
heavy-freight locomotive was _ required, 


vhich was suitable for both gauges. In the 
original design arrangements were made 


so that the engines could be built with 


ee 39 ° 
“‘ Delarmet ” Bearings 
Use of plastic lining 

A range of novel bearings which use a 
plastic lining in place of the normal balls 
or rollers has been developed by De La 
Rue Plastics Limited, Walthamstow 
Avenue, London, E.4. These bearings 
are made in either rigid or self-aligning 
types and are particularly suitable for 


iircraft controls and similar purposes 
vhere high rotational speeds are unneces- 


sary, and also for radio communication 
instruments, such as condensers, where 
the loads applied are light, and insulating 
ind non-microphonic characteristics may 
be desirable. 


As shown in the illustration, the bear 
ng has a_ steel inner-race or rotary 
portion, and a_ stationary outer-race 
omprising plastic mouldings enclosed in 


1 pressed B housing. The dimensions 
generally are in accordance with standard 





heavy-freight (war standard) metre-gauge Beyer-Garratt locomotives 


been fitted with 
continuous blow-down 

the fire-bar spacing has 
for the local fuel. Some slight alterations 
were made to the cab to suit another 
loading gauge and a cow-catcher has been 
provided. In all other fittings and 
general details they are the same as the 


Lambert sanding, 
equipment and 
been arranged 


ball-race practice and tolerances. In the 
self-aligning type there is a large radial 
displacement to the horizontal axis, the 
inner race being fully rotatable in all posi 
tions of the spherical running-surfaces on 




















Diagrammatic view of two forms of 
bearing 


heavy-freight (war standard) 
locomotives have already 
account of themselves on 
railway, and they have 
been hauling record loads. They are a 
fine example of British workmanship, 
despite the restrictions of wartime design 
and materials. 


These 
Beyer-Garratt 
given a good 
more than one 


races. These sur 
a special colloidal- 


the inner and outer 
faces are treated by 
graphite process which _ substantially 
reduces friction and gives a practically 
permanent  graphoid _— surface. a % 
pointed out that this graphite treatment 
does not stop the formation of ice, but 
it does prevent its adhesion. 

Tests carried out in a standard con- 
ditioning chamber have shown that the 
physical properties of the plastic material 
are exceptionally high and that the 
material is unaffected by moisture, acids 
or alkalis. 


ARGENTINE RAILWAY COMPANIES AND 
Taxes.—The Argentine Government has 
rejected the appeal of the railway com- 
panies in that country for reconsideration 
of Decree No. 106,314 of November 22, 
1941, whereby they were declared not to 
be exempt from payment of internal taxes 
on imported material. 
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° s . M4 : and also to meet the increased den 
Central Argentine Railway Engine Room Equipment +?",2 ae Se ee 
— P ° ° sets in the background—each of 3 
Extensions to electric power station at Canal San Fernando ww. nominal output—were install 
1914-15, and represented the ori; 
generating plant for the Tigre (C) 
electrification. 
The other illustration shows 
arrangement of the engine room t 
upon the completion of the plant rene 
which were carried out during the pr: 
war. The four original 3,000-kW. tu 
alternators were replaced by two 6 
kW. units—one of these being installe 
an extension to the east end of the bu 
ing, and the other on the site previoi 
occupied by two of the withdrawn ur 
All the turbo-alternator sets, both | 
and present, were manufactured 
erected by C. A. Parsons & Co. Ltd. 
The power station is a_ steel-fr 
structure with walls of armoured 
crete. The engine room measures 233 
in length by 105 ft. in width. 


TappING DRILL SizEs.—At the requ 
of the Machine Tool Control, the Brit 
Standards Institution recently prepare: 
and issued a British standard schedulk 
tapping drill sizes for all of the stand 
screw threads in common use. Thos 
dealt with are B.S.W., B.S.F. and B.S.1 
parallel threads in accordance’ with 
Arrangement of engine room in 1931 B.S. 84; B.A. threads in accordance with 
: : ; B.S. 93; metric threads in accordance com} 
with B.S. 1095; and the American of th 
[he accompanying illustrations show engine room in the year 1931, when the national fine and American national the z 
the interior of the engine room of the whole of the electrification scheme was coarse screw threads in accordance with Ltd. 
power station at Canal San Fernando, completed and opened to service. The American standards specifications. Copies Holt 
which generates current for the Buenos three turbo-alternators in the foreground of the standard (B.S. 1157) may be two 
Aires suburban section of the Central are the 6,000-kW. sets .installed between obtained, price 2s., post free, from the ton, 
Argentine Railway. 1929 and 1931 for the electrification of British Standards Institution, 28, Vi of tl 


One illustration shows arrangement of the Villa Ballester and Tigre (R) lines, toria Street, S.W.1. opt 
td. 
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Present arrangement of engine room after completion of plant renewals. Four 3,000-kW. Mech, 
turbo-alternators have been replaced by two 6,000 kW. units 
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RAILWAY 


PERSONAL 


sir Robert A. Burrows, Deputy-Chair- 
mn of the company, has been appointed 
Chairman of the National Boiler & 
General Insurance Co. Ltd., in place of 
t late Sir Christopher Needham. Sir 
Robert Burrows is Deputy-Chairman of 
the London Midland & Scottish Railway 
Company. 


Major Oscar Loewenthal, C.B.E., is re- 
tiring on July 1 from the local committees 
in Argentina and from the General 
Managerships of the Buenos Ayres Great 
Southern Railway Co. Ltd. and_ the 
Buenos Ayres Western Railway Limited. 
Mr. H. N. Anderson, Assistant General 
Manager of those two railways, and 
General Manager of the Buenos Ayres 
Midland Railway, has been appointed Act- 
ing General Manager of the Buenos Ayres 
Great Southern and Buenos Ayres Western 
Railways. Major Loewenthal, who was 
awarded the C.B.E. in the King’s Birth- 
day Honours List, is retiring also from the 
British-Argentine Railway Committee 
and his other railway positions in Argen- 
tina. 


Mr. B. H. Binder, a Director of both 
companies, has been appointed Chairman 
of the Entre Rios Railways Co. Ltd. and 
the Argentine North Eastern Railway Co. 
Ltd., in succession to the late Sir Follett 
Holt. Mr. W. J. George, Secretary of the 
two companies, and Mr. W. M. Codring- 
ton, M.C., have been elected to the boards 
of the Entre Rios Railways Co. Ltd. and 
the Argentine North Eastern Railway Co. 
Ltd. Mr. Binder is Chairman of the 
Paraguay Central Railway Co. Ltd. and 
other companies. Mr. Ccdrington is a 
Director of the Great Western Railway 
Company, Chairman of the Great Western 
of Brazil Railway Co. Ltd., Central 
Africa Railway Co. Ltd., and Nyasaland 
Railways Limited, and is on the boards 
of other companies. 


Mr. H. R. Carver, Sales Manager, Jonas 
Woodhead & Sons Ltd., has _ been 
appointed Sales Director of the company. 


We regret to record the death on June 
19, in his 90th year, of Mr. Richard 
Mountford Deeley, M.I.Mech.E., Loco- 
motive Superintendent of the former Mid- 
land Railway from 1903 until his retire- 
ment in 1909. Mr. Deeley was educated at 
Chester Cathedral Grammar School, and 
subsequently became an engineering pupil 
under Mr. Johnson at Derby Works, 
Midland Railway. After passing through 
the various shops, he entered the draw- 
ing office, where he undertook various 
special tasks. He then was appointed 
Testing Inspector of all materials sup- 
plied for the Locomotive Department, and 
later became Chief Inspector of Boilers & 
Electric Motors for the whole system. In 
January, 1902, Mr. Deeley was appointed 
Manager of Derby Works, and a few 
months later he became, under the Loco- 
motive Superintendent, Electrical En- 
gineer to the company, with supervision of 
the Electric Lighting and Power Depart- 
ments, both of which then were being 
rapidly developed. In July, 1903, he was 
appointed Assistant Locomotive Superin- 
tendent, and, at the end of the same year, 
Locomotive Superintendent, from which 
position he retired in 1909. Mr. Deeley 
was a Life Member of the Institution of 
Mechanical Engineers, 
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Mr. Percy Stuart Turner, whose death, 
on June 16, we recorded last week, was 
a Vice-Chairman of Associated Electrical 
Industries Limited; a Director of Metro- 
politan-Vickers Electrical Co. Ltd. and of 
the British Thomson-Houston Co. Ltd.; 
and Chairman of Metropolitan-Vickers 
Electrical Export Co. Ltd., Edison Swan 
Electric Co. Ltd., Edison Swan Cables 
Limited, and Ferguson Pailin Limited. 
Mr. Turner joined the Metropolitan- 
Vickers Electrical Co. Ltd. in 1903, and 
for many years devoted his energies to 
the development of electric traction in 
this country and abroad. The scope of 





The late Mr. P. S. Turner 


Who was a Vice-Chairman of 
Associated Electrical Industries Limited 


his activities was widened when he was 
appointed Special Director in’ 1927, and 
General Sales Director in 1931. In 1942 
he was appointed Assistant Managing 
Director of Associated Electrical Indus- 
tries Limited, of which he was made a 
Vice-Chairman last March, when he relin- 
quished his position as General Sales 
Director of Metropolitan-Vickers Elec- 
trical Co. Ltd., but retained his seat on 
the board of that company. He was at 
the time of his death immediate past- 
Chairman of the British Electrical & 
Allied Manufacturers’ Association. A 
memorial service for Mr. Turner had been 
arranged to take place at St. Michael’s, 
Cornhill, on June 29. 


SouTH AFRICAN RatLways & HarBours 

Mr. J. W. B. Carter, System Manager, 
Kimberley, has been appointed System 
Manager, Port Elizabeth, in succession to 
Mr. S. Watson, who has retired. 

Mr. O. R. Spyker, System Engineer, 
Cape Town, has been appointed Chief 
Works & Estates Officer, General 
Manager’s Office, Johannesburg. 

Mr. I. J. Mair, System Engineer, 
Bloemfontein, has been appointed System 
Engineer, Cape Town. 

Mr. F. Martin, Goods & Passenger 
Agent, Germiston, has been appointed 
Port Goods Superintendent, Port Eliza- 
beth. 


Mr. C. A. Stephens, Acting Works 
Manager, has been appointed a Director 
of A. Reyrolle & Co. Ltd. 


NEWS SECTION 


ASSOCIATION OF CONSULTING ENGINEERS 

Mr. David M. Watson, B.Se., 
M.Inst.C.E., F.R.San.I., M.Inst.W.E., of 
Messrs. J. D. & D. M. Watson, has been 
elected Chairman of the Association of 
Consulting Engineers (Incorporated) for 
the year 1944-45. Mr. A. M. Hamilton, 
B.E., M.Inst.C.E., M.I.Mech.E., and Mr. 
John Mason, B.A., A.M.Inst.C.E., 
M.1.Struct.E., have been elected members 
of the Association. 


Mr. Bartle Bull, M.P., has been ap- 
pointed Parliamentary Private Secretary 
to Major G. Lloyd George, the Minister of 
Fuel & Power, in succession to Mr. R. 
Moelwyn Hughes, K.C., M.P., who has 
resigned due to pressure of other duties. 
Mr. Bull was Parliamentary Private Sec- 
retary to Captain Euan Wallace. when 
the latter was Minister of Transport, 
1939-40. 


We regret to record the death on June 
17, at the age of 71, of Mr. Edmund 
Bruce Ball, J.P., M.I.Mech.E., Managing 
Director of Glenfield & Kennedy Limited. 
He was President of the Institution of 
Mechanical Engineers in 1939-40, and last 
year was made an Honorary Life Member 
of the Institution. He was also an 
Honorary Life Member of the American 
Society of Mechanical Engineers. 


Shillingford, Chief Account- 
Railways, recently was 
M.B.E., for services as 
B.S.A. Police Reserve, 


Mr. N. F. 
ant, Rhodesia 
awarded the 
Superintendent, 
Bulawayo. 


Mr. Frederick Peake has been ap- 
pointed a Director of the Potteries Motor 
Traction Co. Ltd., in place of the late 
Mr. O. C. Power. 


The late Mr. E. E. Burn-Bailey, who 
retired from the position of Chief 
Auditor, South Indian Railway, in 1919, 


left £53,839. 


INSTITUTE OF METALS 

Mr. G. Shaw Scott retires on June 30 
from the Secretaryship of the Institute of 
Metals, which he has held for 36 years. 
He is succeeded by Mr. K. Headlam- 
Morley, who, through the co-operation of 
the Iron & Steel Institute, will act as 
Secretary for the Institute of Metals while 
continuing as Secretary of the former. 


Mr. F. P. Brininger and Mr. F. J. C. 
Piper retire on June 30 from the service 
of the Railway Clearing House. Mr. 
Brininger has been Head of the Secretarial 
Department & Principal Assistant to the 
Secretary, and Mr. Piper has been the 
Assistant for passenger matters. Both 
have been in R.C.H. service throughout 
their business careers, Mr. Brininger since 
November, 1895, and Mr. Piper since 
April, 1896. 


We regret to record the death on June 
24, at the age of 74, of the Rt. Hon. 
Lord Essendon, J.P., Chairman of 
Furness, Withy & Co. Ltd., and associ- 
ated companies, Chairman of Royal Mail 
Lines Limited, and a Director of Cunard 
White Star Limited and other companies. 
He was a Vice-President of the Federation 
of British Industries and a member of 


the Advisory Shipping Council of the 
Ministry of War Transport, and had 


served on a number of committees, includ- 
ing the Channel Tunnel Committee, 







































































































































































1929-30 Lord Essendon was a Com- 
mander of the Legion of Honour and a 
Commander of the Order of the Couronne. 





INDIAN RAILWAY STAFF CHANGES 
Mr. F. C. Badhwar, M.B.E., has been 
appointed to officiate as Secretary, Rail- 
way Board, during the absence on leave 
of Mr. J. D. Michael, O.B.E. 
Mr. B. N. Chopra, Deputy Genera] 
Manager (Works), B.A.R., has been ap- 


pointed to officiate as Deputy Chief Engi 
neer (North) on that railway. 

Mr. W. E. before the war an 
Officer on Special Duty, Railway Board, 
on relief from the Supply Department has 


Gelson, 


been appointed to officiate as Deputy 
General Manager (Works), B.A.R. 
Lt.-Colonel R. M. Simmons, Deputy 


General Manager, B.A.R., Chittagong, 
has been appointed by the Government 
of India to officiate as Chairman of the 
Commissioners for the Port of Chittagong 

Mr. L. F. Jackson, Chief Engineer 
(Construction), B.A.R., has retired. 

Mr. R. O. C. Thomson, O.B.E., M.C., 
has been appointed Chief Engineer (Con- 
struction), B.A.R., as from January 15. 

Mr. P. Wood, E.D., Officiating General 
Manager, G.I.P.R., reverted to Financial 
Adviser & Chief Accounts Officer on that 
railway, as from December 16. 

Mr. R. ( Case, Chief Mechanical En 
gineer, G.I.P.R., on reversion from the 
Supply Department, rejoined that railway 
on January 10 


Major W. F. Hervey, Assistant Traffic 
Manager (Senior Scale), G.I.P.R., on 
reversion from military duty, has been 


appointed to officiate as Deputy Traffi 
Manager (General) on that railway 

Mr. H. M. R. Morse, Deputy Chief 
Mechanical Engineer (M.), N.W.R., has 
been appointed to officiate as Deputy 
Chief Operating Superintendent on that 
railway, on special duty. 


Mr. W. T. Biscoe, V.D., Regional Con 
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troller, Railway Priorities, Lahore, was 
granted six months’ leave as from 
February 14. 

Sirdar Bahadur S. S. Gyani has been 


appointed Regional Controller, Railway 
Priorities, Lahore. 
_. A FF. ER. 


appointed to officiate as 
Operating Superintendent 


Grindley has _ been 
Deputy Chief 
(Movements), 


N.W.R. 
Mr. H. W. Puttick, Chief Electrical 
Engineer, N.W.R., was granted = six 


months’ leave from February 26. 


Mr. H. B. Adams has been appointed 
to officiate as Chief Electrical Engineer, 
N.W.R. 

Mr. N. C. Watney, Deputy-Director, 


Mechanical Engineering, Railway Board, 
returned to the N.W.R. on April 8, and 
was posted as Mechanical Engineer 
(Maintenance), Headquarters. 

Temporary Colonel R. E. Gordon, 
M.C., R.E., formerly Government Inspec- 
tor of Railways, Circle No. 5, has reverted 
permanently to military duty. 

Mr. G. A. Rowlerson, M.C., Traffic 
Manager, O.T.R., has been appointed to 
officiate as General Manager of that rail- 
way as from April 1. 

Mr. G. H. A. Wood, Financial Adviser 
& Chief Accounts Officer, N.W.R., was 
transferred temporarily to the O.T.R. as 
from May 16, vice Mr. A. Mair, who has 
proceeded on leave. 

Mr. H. C. W. Westwood, Assistant 
Traffic Superintendent, O.T.R., on rever- 
sion from military duty, has been ap- 
pointed an Officer on Special Duty under 
the Railway Board. 

On return from leave on February 16, 
Mr. H. G. Carpenter resumed charge of 
his duties as Regional Controller, Rai!- 
way Priorities, Madras. 

H. Balls, Traffic Manager of the 
Services Limited, has 
Manager of the 


pe. io. 
United Automobile 
been appointed General 
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Thames Valley Traction Co. Ltd. i ic- 
cession to Mr. T. Graham Homer. th 
companies are associates of Tilling tor 


Services Limited. 


Mr. Richard Preston, Mr. A. P H 


Aitken and Mr. F. A. G. Powell 1es 
have been elected Directors of J. ne 
& Co. Ltd. 

The Viceroy of India has been pl d 
to sanction the admission of Mr. Sit n 
Shivram, Train Examiner, Bhusaval 
G.1.P.R., to the Civil Division of the 


Indian Order of Merit, for his aci o 
bravery in uncoupling a burning pciro 
tank wagon, thus enabling to be savec 
the other 45 tank wagons which comprise 
the train, and afterwards in extinguis! 
the fire. 
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INSTITUTE ‘OF TRANSPORT 
Among those recently elected to mem- 
bership of the Institute of Transport 
Mr. T. F. Cameron, Assistant Gen 
Manager (Works & General), L.N.E.R.; 
Colonel A. H. Earley, L.N.E.R.; and 
L. C. Hawkins, Comptroller, L.P.1 
Those elected to associate membersiiip 
include Messrs. J. Allan, Assistant to 
General Manager, Wordie & Co. Lt 
J. F. A. Baker, Roads Liaison Offi 
North Midland Region, Ministry of War 
Transport; R. B. Hounsfield, Assistant 
Engineer, Ministry of War Transport; W 
Latto, Resident Engineer, Paraguay ( 
tral Railway; G. M. North, Commercial 
Superintendent, Iraqi State Railwa 


I. R. Patey, Secretary, Southern Vectis 
Omnibus Co. Ltd.; B. Smith, Chief Bo 
Keeper, Northern Counties Committ 


L.M.S.R.; G. F. W. Still, Assistant 
Western Divisional Superintendent, 
Southern Railway; and H. Walker, Assis- 
tant Carriage & Wagon Works Managet 
York, L.N.E.R. 
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Paddington Station, G.W.R., arrival platform about 40 years ago—arrival of an American boat train 
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No Travel Priority for Armed Forces 

In the long queues at Liverpool Street 
Station, L.N.E.R , for trains to Newmarket, 
where the Oaks and the Derby were run 
on June 16 and 17, members of the Armed 
Forces were given no priority. In response 
to a press inquiry, an official of the railway 
said: ‘‘ The Ministry of War Transport 
has expressly forbidden it. On the first 
day of ‘ invasion restrictions’ we did form 
a separate queue for the Services, who 
were allowed on the train first. The 
Ministry stopped it the next day.’”” We 
made reference to these separate queues 
(on May 22) in our June 2 issue, page 577. 


Railway Radio Network 

To meet actual wartime needs, and also 
as a precaution against damage to pre- 
viously-existing lines of communication, 
very considerable extensions have been 
made to the telephone and _ telegraph 
communications networks of all the rail- 
ways, and 21,000 miles of wires, repre- 
senting 429 additional circuits, added to 
pre-war routes. On the G.W.R. and S.R. 
entirely new traffic control networks were 
installed. By special arrangement, G.P.O. 
emergency trunks, interlinking all the main 
railway centres, can be brought into use at 
short notice. 

As a further safeguard against break- 
down of physical circuits, a complete radio 
network has been built up, with 42 fixed 
stations and 40 mobile rail or road sets. 
These stations have facilities for inter- 
communication not only between centres 
on each railway, but between radio stations 
operated by all the railways. 

Main-Line Cancellations 

Cancellations of certain long-distance 
passenger trains between London and the 
North, which are intended to be more lasting 
than the day-to-day cancellations at present 
taking place in war emergency conditions, 
have been announced by the L.M.S.R. and 
the L.N.E.R. 

The L.M.S.R. has announced that the 
following trains have been withdrawn on 
and from Monday, June 19, until further 
notice :— 

| p.m. Euston to Glasgow 

| p.m. Glasgow to Euston 

9.5 a.m. St. Pancras to Sheffield 

9 a.m. Sheffield to St. Pancras 

1.30 p.m. St. Pancras to Manchester 

8.55 a.m. Manchester to St. Pancras 

3.45 p.m. (Fridays only) Euston to Liverpool 

9.45 a.m. (Mon., Fri., and Sat. only) Manchester to 
Euston 

11.15 a.m. (Sat. only) Euston to Chester and North 
Wales 

From the same date, the L.N.E.R. has 
withdrawn the following :— 


12.45 p.m. Kings Cross to Edinburgh 
1.10 p.m. Edinburgh to Kings Cross 


The Trains for ‘* D’’ Day 

From March 26, the first day fixed for the 
movement of personnel, to the completion 
of the initial ‘‘D’’ Day moves more than 
two months later, British railways ran 
24,459 special troop, ammunition, and 
stores trains. Not all these trains were 
directly connected with ‘‘D” Day itself, 
but, of the thousands that were, 1,000 
carried 230,000 soldiers across Great Britain, 
together with 12,000 tons of luggage. 
Stores and heavy equipment absorbed 
another 800 special trains, or more than 
30,000 goods wagons. Among other vital 
war traffics, these trains carried some 7,000 
vehicles, including tanks. More than 6,000 
wagon-loads of supplies and equipment 
were also sent by ordinary goods trains. 
The movement has been described as a 
“tarpaulin armada,’’ as wagons in their 
thousands were covered with tarpaulin 
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sheets to conceal from members of the 
public the vast quantities of instruments of 
war and all the multitude of supplies 
needed by a modern army. During the 
three weeks before ‘‘D’’ Day, the move- 
ment of special trains reached its peak. In 
one week all wartime records were sur- 
passed with the running of 3,636 special 
trains, and the total for the three weeks was 
no fewer than 9,679 trains. 


Natural-Gas Operated Railcars in 
Southern France 

Natural gas, obtained from the St. Marcet 
region, a few miles to the north of St. 
Gaudens (on the Toulouse-Pau main line, 
564 miles to the south-west of Toulouse) 
is now being used for operating certain 
railcar services based on Toulouse which 
were formerly worked on liquid fuel. 
Natural gas operation was first introduced 


on September 1, 1942, on the 57-mile 
Toulouse-St. Sulpice Tarn-Tessonniéres- 


Albi-Carmaux section, and there was one 
round trip a day in the initial period. 
From February, 1943, there were two 
round trips a day, and, beginning in the 
same month, natural-gas-operated railcars 
began working on the 66-mile Toulouse- 
St. Sulpice Tarn-Castres-Mazamet line, 
with two trips a day in each direction. At 
present the gas-operated railcars of both 
lines convey an average of 3,000 passengers 
a day. Since July, 1943, there have also 
been gas-operated railcars working on the 
Toulouse-Auch line, and maintaining three 
round trips a day. The extension of the 


services from Carmaux further north as 
far as Rodez, a distance of 41 miles is 
contemplated. 


The consumption of natural gas for this 
railcar operation averages 4,945 cu. ft. for 
62 miles. Natural-gas-operated railcars 
cover the distance between Toulouse and 
Carmaux in 2 hr. 18 min. when stopping 
at all the 16 intermediate stations. Includ- 
ing 10 intermediate stops, the evening 
service takes only 2 hr. 4 min. This com- 
pares with 2 hr. 38 min. by steam-operated 
trains. 


Indian Railways and the War 

With the advent of the Japanese on the 
North-East frontier of India, the role 
played by Indian railways in the war effort 
changed, and reference to this is made in 
the report of the Indian Railway Board for 
the year ended March 31, 1943. From a 
department which had previously been in a 
position to assist other departments with 
men, munitions, supplies, etc., the Railway 
Department became one which required to 
concentrate all its resources on the provision 
of transport for operational needs. A cer- 
tain number of officers had to be recalled 
from military service and from service in 
other departments of the Government of 
India, and, wherever it was found that 
munitions work in any way affected the 
normal functions of repair and maintenance 
of railways, the munitions work was dis- 
continued. It was arranged to withdraw 
from the Supply Department one of the rail- 
way workshops which had previously been 
placed at its disposal for munitions produc- 
tion. Despite this there still remained 
sufplus capacity in railway workshops, and 
at thé®end of the financial year more than 
20,008 railway employees were engaged 
solely“on munitions production. 

A scheme for militarisation of certain 
railways in the East and South of India was 
put into force, and large numbers of rail- 
waymen appeared in khaki. The Railway 
Priorities Organisation under the War 
Transport Department expanded, and with 
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the appointment of Regional Controllers of 
Railway Priorities of Calcutta, Bombay, 
Madras, and Lahore, the civil traffic on 
railways was controlled to an increasing 
extent in the interest of the war effort. In 
August, 1942, the leaders of the Indian 
National Congress were placed under 
arrest, and, within a few days of the arrest, 
railways formed one of the main objects of 
attack in the disturbances that followed. 
India had its first air raids during the year, 
but no serious damage was done to rail- 
ways. The railways had also to cope with 
considerable evacuation of the civil popula- 
tion in certain areas, particularly the 
Calcutta area, as a result of these raids. 


Germanising Station Names 

The German railway papers publish long 
lists of alterations to the names of stations 
in the various territories now occupied, 
especially in parts of Poland that have 
been incorporated in the Posen and Danzig 
Divisional Managements. In some cases 
the original name, of Slav etymology, has 
been merely Germanised and remains 
practically recognisable, such as Schiittau 
for Szczutowo, but in others the re-naming 
is complete and bears not the least resem- 
blance to the original, as in the case of 
Long, now known as Schénhain. 

In our issue of February 18 (page 169) 
we made reference to the Germanisation 
of the names of a number of railway stations 
in Serbia. In the case of Martinica-Pav- 
lovo, which has been renamed Sigmund- 
feld, we recorded that we could not trace 
the location of the station. A correspond- 
ent has now advised us that it is on the 
Petrovgrad-Orlovat line, and is the first 
station south of Banatsko Aleksandrovo, 
at which point the Orlovat line leaves the 
main Petrovgrad-Vrsac railway. 


War Record of the Tanganyika 
Railways 

A report by the chief Mechanical Engineer 
of the Tanganyika Railway & Ports Services 
has given some indication of the versatility 
of the railway engineers of East Africa. 
The workshops converted passenger air- 
craft into military planes soon after the 
beginning of the war, and then accepted an 
order for the manufacture of Stars and 
Crowns for the locally-recruited officers of 
the Armed Forces. At first this caused 
considerable difficulty, and the work was 
almost given up when it was learned that 
an expert coiner had just been released 
from prison. The Chief Mechanical Engineer 
writes: ‘‘He was, fortunately for the 
Mechanical Department, sufficiently good 
at his illicit trade to have earned previously 
a ten-years stretch. However, he was 
quickly enrolled and soon turned his know- 
ledge and expert craftsmanship to some- 
thing better. Many hundreds of Stars and 
Crowns were in this way produced.’”’ Other 
work undertaken in the early days of the 
war was the manufacture of machine-gun 
mountings, mechanism for the synchronised 
firing of aircraft guns, parts for a locally- 
designed bomb sight, and, later on, mobile 
engine repair platforms. 

At the beginning of 1940, the shops began 
work on Bren gun tripods, uniform buttons 
and badges, air raid sirens, field cooking 
pots, and rifle pull-throughs. At the same 
time, the Kenya & Uganda Railway work- 
shops were also busy on varied jobs, and, 
when they ran short of material for the 
trench mortars they were making, the 
Tanganyika Railways collected, tested, and 
supplied about 100 old railway axles—the 
name on them was “ Krupp.” A little 
later, when the Kenya & Uganda Railways 
began to manufacture land mines, the Tan- 
ganyika shops undertook to make the 
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machined parts for these in order to achieve 
the maximum output. 

Another urgent call was for the conversion 
of a passenger train into an ambulance 
train; 7 vehicles were needed, each with 
28 bunks, and the work was completed in 
54 days. In twelve weeks the shops also 
made 50 river pontoons that were used at 
the crossing of the River Juba during the 
Abyssinian campaign. 

In 1941, the work completed included 
quantities of landmine firing assemblies, 
earth rammers, mechanical transport towing 
ropes, parts for rifle cleaning, water carriers, 
and aiming rests. These heavy demands by 
the military authorities continued during 
1942, when it became necessary to assist in 
the production of plant and spare parts for 
local industries. Work for the Forces still 
continued, however, and included the manu- 
facture of 500 five-ton lifting jacks, 80,000 
pairs of heel and toe plates for army boots, 
drag gear for handling tanks, and 60 sets of 
mine and depth charge launching gear. 
Other articles made by the railway shops 
are still on the secret list. Recently the 
workshops have found it necessary to con- 
centrate on repairs and maintenance con- 
nected with the railway services and on 
providing equipment for local industries. 
Sisal factories are supplied with parts and 
equipment, rubber plants and pyrethrum 
presses are made, and a pilot plant for the 
experimental production of petrol from 
cotton seed has been supplied. One of the 
most important current undertakings is 
building motorbuses. In 1940, there were 
three vehicles; now there are 169, with a 
further 20 nearly completed. 


Railway Construction in China 

The Chinese Ministry of Communications 
has announced that railway construction 
during 1943 in Free China totalled 350 km. 
(217 miles), and highways constructed or re- 
paired amounted to 3,200 km. (1,990 miles). 
Railway development during the past year 
included the rehabilitation of the 85-km. 
(53-mile) line from Shangjao (Kiangsi) to 
Chiangshan (Chekiang Province), and 
acquisition of 288 km. (179 miles) of line 
from the Indo-China & Yunnan Railway. 

The programme for the current year 
includes the extension of the Lunghai Line 
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westward from Tienshui (Kansu Province), 
and the completion of the Kwangsi- 
Kweichow Railway to Kewiyang; as well 
as the rehabilitation of rolling stock on all 
lines. Public traffic on the Kwangsi- 
Kweichow Railway is said to have been 
inaugurated on March 1, 1944, between 
Liuchow (Kwangsi Province) and Tuyun 
(Kweichow Province), a distance of ap- 
proximately 440 km. (275 miles). 


Horse-Drawn Town Traffic in Poland 

Fuel for taxi services in Polish towns has 
long since ceased to be available, and the 
horse-drawn hackney carriages have also 
been severely limited by the shortage of 
fodder. In consequence, both coaches and 
horses were taken over by a company called 
the Strassenverkehrs-Gesellschaft m.b.H. 
(called the StVG), which operates in War- 
saw, Krakow, Lwow, Radom, and Lublin. 
This centralisation is stated to have secured 
greater efficiency, and to have simplified 
the allocation of horses and fodder. Stan- 
dard fares have been established, based on 
coaches with one horse, and coaches with 
two horses, respectively. The rates are 
fixed on a daily and an hourly basis, with a 
minimum fare of 3 hours. 


Argentine Fuel Consumption 

A recently-issued Argentine Government 
Decree stipulates that all petrol destined 
for use by private motorcars and motor- 
cycles be coloured blue, and that for any 
other use be coloured yellow, to prevent 
fuel of this type intended fcr industrial 
purposes being consumed by motorists, 
and vice versa. Steps are to be taken also 
to impose rigid control over the sale of 
kerosene and all other liquid fuels. Severe 
punishment is to be incurred by any person 
or organisation which directly or indirectly 
contravenes the terms of the Decree. 

In a lengthy statement issued to the press 
in the above connection, the President of 
the State Oilfields Department points out 
that the import by Argentina of crude oil 
and derivatives has fallen from 2,145,000 
cubic metres in 1939 to 485,000 cubic 
metres in 1943, and that of coal from 
2,935,000 tons to 617,000 tons over the 
same period. The statement continues to 
the effect that to ensure that local industry 
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be not too adversely affected, resort has 
been had to the use of auxiliary solid fuels 
such as firewood, charcoal, maize, wheat, 
and linseed. The consumption of Argentine 
firewood and charcoal has increased from 
4,066,000 tons in 1939 to 9,800,000 tons in 
1943 ; and the use of cereal crops as fuel 
during that period has been as follows: 
maize, 3,650,000 tons ; wheat, 730,000 tons : 
and linseed, 860,000 tons. National produc- 
tion of petrol has diminished appreciably 
since 1942, due to the virtual impossibility 
of obtaining high-grade crude oil from 
abroad, and to the fact that it has been 
necessary to obtain numerous by-products, 
such as kerosene, urgently needed for agri- 
cultural and for household purposes. 


Canadian Merchant Seamen’s Fares 

Canadian merchant seamen are granted 
reduced railway fares in certain conditions 
under the terms of an Order-in-Council 
published on May 12 in Canadian War 
Orders & Regulations. The reductions 
apply only to seamen who sign agreements 
to serve for a period of two years, or the 
duration of the war, whichever is the 
shorter, on a foreign-going ship of Canadian 
registry. Such men are entitled. once a 
year to round-trip transport at one-third of 
the single first class or coach fare. The 
balance of the fare will be paid by the 
Canadian Transport Department. 


New Jersey Vehicles for Troop Carrying 

The Central Railroad of New Jersey has 
arranged to lease 40 of its passenger -car- 
riages to the Southern Pacific System and 
the Atchison, Topeka & Santa Fe Railway 
for handling troops, as a result of arrange- 
ments made between the Association of 
American Railroads and the Office of 
Defense Transportation. These vehicles, 
which have a total seating capacity of 3,120, 
have been released as a result of the cancel- 
lation from March 12 last of 68 passenger 
trains on the Jersey Central suburban ser- 
vice, as we recorded on June 16, page 627. 

No Alaska Railroad Abandonment 

Various unofficial reports have gained 
currency recently that a portion of the 
Alaska Railroad is to be abandoned, in view 
of the military development of the port of 
Whittier, which has had the effect of divert- 
ing traffic from Seward. A categorical 
denial was issued on March 28 by Mr. 
Harold Ickes, Secretary of the U.S.A. 
Department of the Interior, when he said 
that it was the settled policy of his De- 
partment that the entire length of the 
Alaska Railroad should continue in opera- 
tion at least until such time as a good 
system of roads could be built to connect 
the Kenai peninsula of Alaska with Anchor- 
age. The post-war possibilities of the 
newly-developed port, which is 62 miles 
from Anchorage by a branch of the railway 
have contributed to the concern expressed 
over the future of the southern portion of 
the original line, terminating at Seward, 
which is 114 miles from Anchorage. 

The city of Seward, Mr. Ickes pointed out, 
is the natural outlet for the Kenai peninsula, 
which includes a substantial amount of land 
that is more favourable to agricultural 
development than most parts of Alaska. 
The Department considers the extension of 
existing highways to link this district with 
Seward to be “ one of the most desirable 
post-war projects’’ in the territory. At 
present, the railway is the only connection 
between Seward and the peninsula territory 
on the one hand and between that area and 
Anchorage and the interior of Alaska on the 
other. Mr. Ickes expressed the view that 
the railway was built to serve all central 
Alaska, and that it would be a step back- 
ward to sever rail connection between the 
Kenai peninsula and the interior. 
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British Electric Traction 


The forty-eighth ordinary general 
meeting of the British Electric Traction 
Co. Ltd. was held on June 23 at Win- 
chester House, Old Broad Street, London, 
E.C.2._ Mr. Richard J. Howley, C.B.E.., 
the Chairman of the company, presided. 

[he Chairman said: Ladies and gentle- 
men, the accounts for the year ended 
March 31, 1944, which are now sub- 
mitted, have been prepared in a some- 
what altered form. The new form 
accords with modern practice, and the 
directors hope that the stockholders will 
find that the accounts now give a clearer 
picture of the company’s business. Un- 
fortunately, a change of this kind makes 

difficult to compare the year’s results 
with those of previous years, but we have 
adjusted the figures for last year to 
facilitate comparison. 


Our gross revenue for the year 
amounted to £767,962, an increase of 
£7,669 over the previous year. Practi- 
cally the whole of this figure is repre- 


sented by increased revenue from invest- 
ments. The expenses, including income 
tax, showed little change at £372,042. 
The sum remaining for appropriation is 
£316,441, compared with £309,915. The 
directors recommend the payment of the 
same dividends as for the previous year, 
leaving £56,961 to be added to undivided 
profits accounts. 

Our investments in subsidiary and 
issociated companies are shown in the 
balance sheet at £4,995,034, an increase 
of some £14,000. On the other hand, our 
general investments show a reduction of 
ipproximately £63,000, illustrating the 
difficulty at the present time of reinvest- 
ing the proceeds of sales and repayments. 
Our cash position is strong, cash at call 
ind at bankers amounting to £510,832, 
is compared with £396,607. 


The B.E.T. group of bus companies 
now owns some 8,500 buses operating 


throughout the provinces, and, in addi- 
tion to the normal public services, pro- 
vides special transport services for many 
thousands of war workers. Every endea- 
vour is made to keep the fleets of vehicles 
in good repair and to maintain the high 
standard of public service for which the 
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companies have been noted in peacetime; 
but the travelling public will appreciate 
that, in spite of all our efforts, some dis- 
comfort and inconvenience are inévitable 
under wartime conditions. 

In this connection, because of the prac- 
tical impossibility of obtaining replace- 
ments of rolling stock during the war, 
many of the companies are accumulating 
large cash balances which would other- 
wise be used for the renewal of their 
fleets. A large proportion of these cash 
balances is earmarked for the purchase of 
new vehicles as soon as they become avail- 
able. It is to be hoped that the Inland 
Revenue will not seek to exclude these 
cash balances from the companies’ com- 
putations for excess profits tax purposes 
on the grounds that they are not required 
for the companies’ businesses. 

Our electricity supply companies con- 
tinue to develop and important wartime 
contracts are being carried out of which 
I can say no more. 

The laundry companies with which we 
are associated have suffered considerably 
during the war, as they are situated in 
evacuation and restricted areas. During 
recent months, however, there has been 
no real shortage of work, but the labour 
position has been very difficult. Never- 
theless, taking the companies as a whole, 
there are signs of improvement; and some 
small part of the increase in our revenue 
for the past year comes from this source. 

We are naturally watching carefully 
references to post-war planning of public 
utility services. There seems to be grow- 
ing among the public a better apprecia- 
tion of the dangers to the community of 
rushing into experiments in public 
ownership. This is especially appropriate 
in the case of road passenger transport, 
which is operated with great skill and 
consideration for the public convenience. 

One of the dangers of the future is the 
tendency to more and more uniformity 
in the ordering of our daily lives. In the 
past individuality has been one of the 
most successful characteristics of our race, 
and we have thrived, individually, and as 
a nation, on the rewards of individual 
enterprise and effort. 
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You may ask me how all this concerns 
this company. It concerns us because 
we are largely interested in providing 
public services to meet local needs. The 
undertakings of our associated com- 
panies have been built up by studying 
the needs of the public living in the areas 
served, and they have depended for their 
reward on the excellence of the services 
by which those needs have been met. 
Each of the undertakings has its local 
management and its own individuality, 
and there is a healthy local pride in and 
jealousy for the individual characteristics 
of the various undertakings among our 
local officers. 

There is a growing tendency towards a 
high measure of uniformity in road pas- 
senger transport, which will certainly 
reduce the efficiency of the services pro- 
vided for the public in the country dis- 
tricts. There is an inclination to judge 
what is good for road passenger services 
throughout the country by looking at the 
buses running up and down Whitehall, 
and Orders and Regulations are apt to 


be made accordingly. Wartime con- 
ditions are exceptional, but in peace- 


time nothing could be more detrimental 
to the interests of the public living in 
the countryside, than for their road ser- 
vices, with their light traffic, to be classed 
for regulation with short headway city 
services, with their heavy traffic. On 
the country services the buses are run 
to suit the needs of the people, district by 
district, and because of the lightness of 
the traffic on many days the receipts do 
not cover the expenses. The public 
should be much concerned with economy 
in operation, as fares can be kept from 
rising only by a strict watch on costs, 
which requires individual attention. 

The worship of uniformity is an in- 
sidious cult which destroys initiative and 
the spirit of enterprise, interferes with the 
freedom of the subject, and in the end 
results in mediocrity—a levelling-down to 
an average below the best. 

In conclusion, I should like to tell you 
how well our short-handed staff of 
officers has worked during the year. They 
deserve your thanks for their efforts to 
maintain the high standard this company 
has always aimed at, 

The report and accounts were ‘adopted. 





Beyer, Peacock & Co. 


The annual general meeting of Beyer, 
Peacock & Co. Ltd. was held in London 
on June 27. 

Captain Hugh Vivian, M.I.Mech.E., 
Chairman of the company, presided. 

The following is the statement by the 
Chairman, circulated with the report and 
iccounts : — 

The locomotive industry has had 
another busy year. Activity at the com- 
pany’s works has been restricted only by 
manpower and material difficulties. “The 
forward demands for the company’s pro- 
ducts for war service still run at a high 
level. It is quite clear that rail trans- 
portation is as vital a necessity in modern 
warfare as it is to civilised communities 
living under more normal conditions. 

The physical assets of the company and 
its subsidiaries have been kept in good 
condition so far as has been possible in 
present circumstances. It is hoped that 
with the termination of hostilities the 
Government will take a generous financial 
view of the whole subject of re-equip- 
ment. The Chancellor’s Budget state- 
ment indicates that the Treasury is well 
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aware of the existence of serious prob- 
lems of this nature and that the Cabinet 
intends to treat the matter as one having 
important national implications. 

The locomotive industry has been an 
invaluable asset to the nation during war 
years. Its potential service to transporta- 
tion needs at home and overseas in the 
post-war period must ensure for it a very 
important. place in the future economic 
structure. It is to be anticipated that the 
authorities will so plan as to give a con- 
siderable degree of priority to the require- 
ments of this industry in personnel, 
essential materials, equipment, etc: It is 
not possible for me to forecast details of 
future policy, but members may be 
assured that our executive is fully alive 
to potential opportunities. 

Much good work has been done during 
the year under review and I am greatly 
indebted to my colleagues and our ‘staff 
and workpeople in our various factories 
and offices for their support during these 
strenuous and difficult times. 

The report and accounts were unani- 
mously adopted. 


A vote of thanks to the chairman, 
directors, staff and the employees of the 
factories terminated the meeting. 


—— 


J. Stone & Co. Ltd., 
Annual Meeting 


The 40th annual general meeting of J. 
Stone & Co. Ltd., engineers, was held at 
the registered office of the company, Dept- 
ford, on June 27. Mr. Kenneth Preston, 
Chairman of the company, presided. 

The report and accounts were unani- 
mously adopted. 

A dividend of 124 per cent., making, 
with the interim dividend of 12} per cent. 
already paid, 25 per cent. for the year, 
was declared. 

The retiring director, 
Preston, was re-elected. 

Messrs. Price, Waterhouse & Company 
were re-elected Auditors to the company. 

The resolutions proposed by Sir Walter 
Preston that Mr. Richard Preston, Mr. 
Aitken and Mr. Powell-Jones be elected 
Directors of the company were carried on 


a poll. 


Sir Frederick 
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Staff and Labour Matters 


A.E.U. National Committee 
Conference 


The National Committee of the Amal- 
gamated Engineering Union consisting of 
about 60 delegates, including six women, 
representing a total membership of over 
900,000, met at Edinburgh this year, and 
was opened by Mr. Jack Tanner, the 
President of the union, on Monday, June 12. 
Mr. Tanner in his presidential address, 
criticised the statement made by the Chan- 
cellor of the Exchequer in his Budget speech 
concerning the proposal to allow the cost-of- 
living to rise, and expressed disappointment 
with the Government’s White Paper on 
employment. He said the real cost-of- 
living had gone up by 54 per cent. or nearly 
lls. in the £ since the war, while wage rate 
had risen in the engineering industry by 
just over 6s. in the /, and the National 
Committee must make it clear to the 
Government that it would not tolerate any 
tampering with real wages by juggling with 
the cost-of-living figures. 

The National Committee reached a deci- 
sion which gave the Executive Council of 
the union authority to affiliate with the 
Confederation of the Shipbuilding & En- 
gineering Unions providing satisfactory 
terms were agreed, and another decision 
empowered the executive to expedite 
amalgamation with other unions, negotia- 
tions with eight of which were in progress. 
Concerning wages, the National Committee 
decided to ask the executive to seek the 
approval of the National Joint Engineering 
Trades Movement for a claim for an imme- 
diate advance of 10s. a week on the basic 
rate to adult male employees. This sug- 
gestion was put forward as an amendment 
to a resolution requesting the executive to 
press for a national minimum wage of 46 
for a 47-hour week for all skilled workers. 
The amendment was carried by 43 votes 
to six. 

The National Committee also expressed 
the view that the time has arrived for “ the 
most serious and urgent consideration of 
the question of the whole wages position in 
the engineering industry ; and in view of the 
developments which have taken place dur- 
ing the war period, and the changed charac- 
ter of the industry contemplated in the 
post-war period, is convinced that a fresh 
approach must be made to build a new 
wages structure embracing all grades and 
which relates the basic rates of the lowest 
grade worker to human needs.’’ The 
Executive Council was asked to proceed 
with the formulation of proposals for such 
a new structure. The President, Mr. Tan- 
ner, said it was a matter that could not be 
rushed, and the executive would probably 
not be able to formulate proposals in less 
than six months. 


Passenger Road Transport Wages 


Under an agreement of the National 
Council for the Omnibus Industry, which 
covers the company-owned undertakings 


in England and Wales, adult workers 
received an increase of 5s. a week in war 
wage, making a total war wage of 
24s. 6d., with proportionate increases for 


juniors, as from May 18. The Council 
also decided to recommend, as a basis for 
local negotiations, model conditions of 
employment which are to be taken as a 
whole for drivers and conductors em- 
ployed on stage and express services. The 
main provisions of the model conditions 
are as follow :— 


Guarantee of Work 
Drivers and conductors on the regular 
staff shall be guaranteed a 48-hour week 
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of six subject to the conditions 


that :— 

(a) The employee shall have presented 
himself for work at the appointed 
times, and shall have completed the 
duties allotted to him on each day. 

(b) The employers shall be at liberty to 
allot to any employee for whom 
work cannot be found at his regular 
occupation such other work as may 
be considered suitable by the 
management. 

(c) In the event of a stoppage in ser- 
vice (whether complete or partial), 
from causes beyond the control of 
the management, only the actual 
time worked shall be paid for. 

(d) In the event of unavoidable delay 

in excess of 15 minutes due to 
breakdown, fog, snow, or other 
causes beyond the control of the 
management, the time in excess of 
the schedule shall be paid for at 
ordinary time rates, provided the 
claim for such payment shall be 
bona fide. 
Subject to the duties not being 
unreasonable the company shall be 
entitled to require the employees to 
work for the hours for which they 
are paid on an agreed schedule in 
any given week. 

In the event of a man being specially 
called out before the starting time for 
which he has been previously detailed, or 
after having completed his day’s duty, or 


days 


not being scheduled for that day, he 
shall be paid a minimum of three hours 
for the first call and a minimum of two 


hours for each subsequent call in the day. 
When called on to stand by, ordinary 
rates shall be paid. Standing-by time 
which is not included within a schedule 
shall count for overtime or spreadover, 
subject to local agreement, but not for 
both. 


Duty Schedules 

Unless otherwise agreed locally between 
the management and the recognised trade 
union representatives the normal duty 
schedules shall average 48 hours a week 
of six days (including signing-on and 
signing-off), over a mutually agreed 
period, and no schedule or weekly duty 
shall be less than 46 hours. : 


Rest-Day Posting 

Duty schedules on which rest days 
shall be shown shall be posted in advance. 
Change in Schedules 

For a permanent change in the duty 
schedules not less than ten days’ notice 
shall be given, provided that in the 
event of an important alteration where 
delay would be contrary to public policy 
or where the alteration is contingent on 
sanction by other authorities and thereby 
delayed, the new schedules shall be 
posted six clear days before the date of 
operation, except where otherwise agreed 
locally, but an intimation that such an 
alteration is contemplated shall be given 
as soon as practicable. Variations of any 
schedule to meet special occasions or 
unforeseen events occurring at_ short 
notice shall be permitted. 
Spreadover Duties 

Spreadover duties shall be reduced to 
the lowest possible minimum, but any 
man working a spreadover duty of eleven 
hours or more shall be paid for a mini- 
mum of eight hours and an added mini- 
mum rate of fifteen minutes for every 
hour or part thereof in excess of eleven 
hours. 


Overtime and National Holidays 
A rate of time-and-a-quarter shall be 
paid for all hours worked in excess of 
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48 hours in any pay week, unless other- 
wise agreed locally. For the purposes of 
this clause ‘‘ hours worked ”’ shall include 
make-up hours under spreadover duties, 
but shall not include time added as a 
penalty payment. Hours worked on 
Sunday shall be paid for at the rate of 
time-and-a-quarter on the ordinary week- 
day rate. 


Hours worked on the four national 
holidays, that is Easter Monday, Whit 
Monday, August Bank Holiday, and 


Boxing Day, shall be paid for at the rate 
of time-and-a-quarter on the ordinary 
weekday rate, except in districts where 
such holidays are not recognised, when 
ordinary rates shall be paid and four 
other holidays shall -be substituted. 
Christmas Day (New Year’s Day in Scot- 
land) shall be worked when required and 
double ordinary weekday rates shall be 
paid for the time worked with a minimum 
of four hours’ work. The working hours 
of the schedule on that day and the 
allocation of the rota and schedule for 
that week shall be the subject of local 
agreement. Christmas week shall stand 
by itself. The weeks in which national 
holidays fall shall be subject to special 
schedules and rotas to be subject of local 
agreement in every respect. 

In the event of an employee working 
at the request of the management on his 
rest day, he shall be paid at the rate of 
25 per cent. in excess of the rate pre- 
vailing on that day for all hours worked 
with a minimum of five hours at such 
rate. Time worked on a rest day shall 
not count for weekly overtime. 

Annual Holidays with Pay 


Annual holidays with pay will be 
granted as follows:— 
After 1 year’s continuous service— 
8 days with 64 hours pay. 
After 3 years’ continuous service— 


10 days with 80 hours pay. 
Employees who leave the service volun- 
tarily or who are dismissed for miscon- 
duct shall not be entitled to any allow- 
ance in lieu of holiday. In calculating 
holidays for the purpose of payment rest 
days shalf not be included. No employee 


shall be entitled to payment in lieu of 
holidays (except under special wartime 
conditions). 








STOCKHOLM - VASTERAS - BERGSLAGENS 
JARNVAGAR.—This company, which owns 
one of the most important private railway 
systems in Sweden, is to be taken over 
shortly by the Swedish State Railways 
provided that a recently-concluded agree- 
ment in this connection is approved by 
the Riksdag. It may be recalled that 
negotiations for the nationalisation of the 
line were begun some time ago, but later 
broke down. The company’s share capital 
amounts to kr. 15,000,000, about two-thirds 
of which is owned by Vasterds munici- 
pality ; the average dividend paid in recent 
years has been 6 per cent. Under the 
scheme awaiting approval, the _ shares 
would be taken over at kr. 168 each, to 
which would be added kr. 7 in respect of 
the dividend for the current year (the 
shares have been quoted lately at kr. 157 
on the Stockholm Exchange). The com- 


pany’s system comprises the following 
standard-gauge steam-operated lines :-— 
Miles 
Stockholm—Enképing—Kolback—-K6ping wee 90 
Sp’ nga—Hiasselby ‘ ae. os : ae 4 
Tillberga—Ludvika—Va sbro = sae 122 
Enkoping—Runhillen sa wae tel sale 30 
Tillberga—Sala an ote ae sath ae 17 
Kolback—Ramnas ... wins oa wae ae 17 
Angelsberg—Karrgruvan ... oss an one iT 
Total 291 
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Parliamentary Notes 


L.M.S.R. Bill 
Petitions against the London Midland & 
Scottish Railway Bill have been deposited 
by the West Midlands Joint Electricity 
Authority and the River Dee Fishery 
Board. 





Questions in Parliament 


Railway Train Seats 

Lt.-Commander J. G. Braithwaite (Hol- 
derness—C.) on June 20 asked the Secretary 
of State for Air whether it was with the 
approval of his Department that R.A.F. 
police were used at Paddington Station to 
occupy seats on behalf of civilian ladies, 
to the exclusion of other passengers who had 
arrived earlier at the train. 

Sir Archibald Sinclair (Secretary of State 
for Air) in a written answer stated: No, 
Sir. I much regret the incident to which 
Lt.-Commander Braithwaite refers which 
was wholly irregular. Instructions have 
been issued to prevent any recurrence. 


British-Owned Railways in Argentina 

Lady Apsley (Bristol Central—C.) on 
June 21 asked the Secretary of State for 
Foreign Affairs whether, in view of the 
importance to the nation of British invest- 
ment in Argentina, he had received any 
communication from the mission comprising 
three chairmen of British-owned companies 
who recently visited Argentina to discuss 
the problems facing the companies with the 
Argentine Government; and, if not, 
whether he would ascertain from them their 
conclusions. 

Mr. Anthony Eden (Secretary of State for 
Foreign Affairs): The three visiting direc- 
tors of the four British-owned broad-gauge 
railways in Argentina called on the Under 
Secretary of State for Foreign Affairs on 
June 14, and discussed with him certain 
conclusions which they have reached, and 
which are embodied in a report prepared 
for their colleagues on the boards of the 
railways, who now have it under con- 
sideration. 

Lady Apsley: May I request that the 
Foreign Secretary keeps the matter under 
his personal consideration ? 

Mr. Eden: Yes, Sir, I certainly will, but 
I think it would be improper for me to com- 
ment until the boards have had a chance of 
considering the position. (See editorial 
note, page 957). 


‘*‘ Pay as you Enter ’’ System of Fares 
Mr. Ivor Thomas (Keighley—Lab.) on 
June 21 asked the Parliamentary Secre- 
tary to the Ministry of War Transport 
whether he was aware of the system in 
use on the Cardiff trolley-buses known as 
‘ Pay-as-you-Enter,’’ whereby passengers 
put Id. in a transparent container on enter- 


ing the vehicle as prepayment for any 
journey; and whether, in view of the 
saving of time, tickets, and temper in- 


volved, he would consider an extension of 
this system to other areas. 

Mr. P. J. Noel-Baker (Parliamentary 
Secretary, Ministry of War Transport): I 
have noted with interest the form of the 

Pay-as-you-Enter ’’ system of collecting 
bus fares which is in use on certain routes 
in Cardiff, and to which Mr. Thomas refers. 
The method of collecting fares, however, is 
settled by each undertaking for itself, and 
I have no power to secure the extended 
use of this system. 

Mr. Thomas: Could the Parliamentary 
Secretary draw the attention of the various 


authorities to the advantages of this 
system ? ; 
Mr. Noel-Baker : Frankly, I doubt 


whether it is capable of any wide extension. 
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It would profoundly affect the economic 
basis of any undertaking which adopted it, 
and, in many cases, it might do so ad- 
versely. 

Colonel Sir Arthur Evans (Cardiff South 
—C.): Has the Parliamentary Secretary 
received any official complaint in reference 
to the system in Cardiff ? 

Mr. Noel-Baker : Not that I am aware of. 


M.O.W.T. Essential Works List 

Mr. W. J. Brown (Rugby—Ind.) on 
June 21 asked the Parliamentary Secretary 
to the Ministry of War Transport what was 
the general practice governing the transfer 
of employees of firms on the Ministry’s 
Essential Works List to other employment. 

Mr. Noel-Baker stated in a _ written 
answer: I am not sure what Mr. Brown has 
in mind, when he refers to my Ministry’s 
Essential Works List. If he will let me 
have more particulars, I will give him the 
fullest information I can obtain. 


Post-War Telephone Service Plans 

Viscount Hinchingbrooke (Dorset South 
—C.) on June 21 asked the Postmaster- 
General whether he would make a state- 
ment on his post-war plans for an improved 
telephone service ; and whether such plans 
included automatisation of the trunk ser- 
vices and the provision of radio-telephone 
links to air, railway, and coastal shipping 
services. 

Captain H. F. C. Crookshank (Postmaster- 
General) : The post-war reconstruction plans 
of the Post Office comprise all the items 
mentioned in the question. Generally, it is 
hoped to secure a substantially increased 
development of the telephone services in 
this country after the war, but during the 
initial post-war years the rate of develop- 
ment will necessarily be governed by the 
availability of building accommodation for 
new exchanges, and, to some extent, by 
priorities concerning the supply of labour 
and .materials. 


Walberswick Bridge 

Mr. Edgar Granville (Eye—Ind.) on 
June 22 asked the Parliamentary Secretary 
to the Ministry of War Transport if he 
would reconsider the decision to remove the 
bridge at Walberswick, known as Frazer’s 
Bridge, in view of the inconvenience to 
traffic already existing due to the removal 
of the previous ferry service. 

Mr. P. J. Noel-Baker (Parliamentary 
Secretary, Ministry of War Transport) 
stated in a written answer: I am in com- 
munication with the Secretary of State for 
War concerning the future of the existing 
military bridge. Concerning the ferry, I 
understand that, although its operation has 
temporarily been suspended, because of a 
shortage of staff to run the boats, the 
County Council has the matter in hand, and 
is prepared to do what it can to make the 
ferry service available again. 


Road Transport of Goods Order 

Major Geoffrey Hutchinson (Ilford—C.) 
on June 14 asked the Parliamentary Secre- 
tary to the Ministry of War Transport if 
he would state the purposé of the Emer- 
gency Powers (Defence) Road Transport 
of Goods Order (S.R. & O., No. 580, of 
1944) and why no explanatory memoran- 
dum was attached thereto. 

Mr. Noel-Baker: Order No. 580 makes 
it unnecessary to issue permits for the 
movement of meat and livestock by the 
Road Haulage Organisation which is direc- 
ted by my department. Without the Order, 
permits would be required, because such 
movements are not covered by normal 
consignment notes. It affects only the 
operating arrangements of the organisation ; 
when it is read with Order No. 497, its 
effect is evident; for these reasons it was 
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not thought necessary to issue an explana- 
tory memorandum. 

Major Hutchinson: Is not an Order of 
this type, which refers to a previous Order, 
and is not capable of being understood 
without reference to that Order, precisely 
the kind requiring an explanatory memor- 
andum ? 

Mr. Noel-Baker: Yes, sir. I admit 
frankly that it would have been better 
to have issued an explanatory memoran- 
dum, and I regret it was not done. 


Civil Aviation 

Mr. W. W. Wakefield (Swindon—C.) on 
June 7 asked the Secretary of State for 
Foreign Affairs if he would now assist 
shipping companies and other proved and 
substantial organisations to obtain the 
necessary facilities to enable them to 
operate air services between this country 
and South America as soon as personnel and 
aircraft become available. 

Mr. Anthony Eden (Secretary of State for 
Foreign Affairs): As the concerns men- 
tioned by Mr. Wakefield do not yet possess 
the necessary aircraft and personnel it 
would not now be a practical proposition to 
ask a foreign government to grant the 
desired facilities to any particular company. 
I am, however, taking steps to intimate to 
South American Governments that His 
Majesty’s Government trust that they will 
not make any exclusive arrangements that 
might debar British concerns from operating 
air services to their countries after the 
war. 

Mr. Wilfrid Roberts (North Cumberland 

-Lib.) on June 7 asked the Secretary of 
State for Air whether, in planning the sites 
of post-war Trans-Atlantic airways, the 
advantages of sites in the neighbourhood of 
the Solway had been considered; and 
whether any decision had yet been reached. 

Sir Archibald Sinclair (Secretary of 
State for Air): Yes, Sir. Sites in the neigh- 
bourhood of Solway Firth have been sur- 
veyed and their possibilities for Trans- 
Atlantic flying will receive full consideration 
together with those of other localities. No 
decisions have yet been taken. 


Aircraft Production Firms 

Mr. Ivor Thomas (Keighley—Lab.) on 
May 24 asked the Minister of Aircraft Pro- 
duction whether he would cause a list to be 
published showing the names of commercial 
undertakings, in which his Department has 
some concern and to which the Government 
has nominated a director, together with the 
names of such directors. 

Sir Stafford Cripps (Minister of Aircraft 
Production): I am circulating in the 
Official Report a list of the names of the 
gentlemen I have nominated to serve as 
directors in respect of the two companies 
with which my Department is concerned, 
and of which all the shares are held on 
behalf of the Government, that is to say: 
Short Bros. (Rochester & Bedford) Ltd., 
and Power Jets (Research & Development) 
Limited. A number of changes have been 
made by agreement in the direction of other 
companies, but it has not been necessary 
for me to utilise my powers to make any 
appointments. 


The following is the list :— 

Short Bros. (Rochester & Bedford) Ltd. : 
Sir Frederick Heaton, Chairman ; Mr. P. G. 
Stone-Clark, Managing Director; Lord 
Ashfield ; Mr. William Branham ; Sir Nigel 
Campbell ; Mr. Arnold J. Romer. 

Power Jets (Research & Development) 
Limited : Dr. H. Roxbee-Cox, Chairman & 
Managing Director; Mr. Sam H. Brown; 
Mr. E. N. Plowden; Mr. H. R. Ricardo, 
F.R.S.; Sir Wm. Stanier, F.R.S.; Myr. 
J. C. B. Tinling; Mr. R. D. Williams. 
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Notes and News 


Motor Vehicles (Special Types) 
Order.—The Minister of War Transport on 


June 6, 1944, made the Motor Vehicles 
(Authorisation of Special Types) Order, 
1944 

United of Havana Moratorium.— 


Debenture stockholders in United Railways 
of the Havana and Regla Warehouses 
Limited are informed by the Stockholders’ 
committee that the operation of the exist- 
ing scheme of arrangement has been ex- 
tended for a further period of one year. 


Workmen’s Buses in Yorkshire.— 
Special services for workmen have always 
been a feature of the operations of the 
Yorkshire Traction Co. Ltd. Since the 
war, these have increased by no less than 
143 per cent. During the year 1943 these 
“Paddy ” buses ran more than one and a 
half million miles and carried nearly six 
and a half million passengers. The revenue 
from such services is stated to be substan- 
tially less than the operating costs. 


Export Trade.—The Export Committee 
of the Gauge & Tool Makers’ Association 
Limited is preparing a comprehensive post- 
war export campaign, and is initiating dis- 
cussions with the Trade Commissioners and 
Commercial Attachés of a number of over- 
seas markets, including Australia, New 
Zealand, India, South Africa, Russia, China, 
Turkey, Sweden, Argentina, Chile, Brazil, 
etc., with the object of ascertaining their 
post-war requirements of tools and gauges, 
jigs and fixtures, moulds and dies, and of 
determining the most satisfactory means of 
meeting those needs. The address of the 


association is Standbrook House, Old 
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Bond Street, London, W.1; telephone, 
Regent 3451; and the Sec retary is Mr. 


Gilbert T. Beach. 

Association of Consulting Engineers 
(Incorporated).—The report of the com- 
mittee for the year ended April 30, 1944, 
records that the offices of the Association 
are now at 36, Victoria Street, Westminster, 
S.W.1, instead of at 28, Victoria Street, as 
pre viously. The membership figure of the 
Association is 182, the highest in its history. 


Nitrate Railways Co. Ltd.—The Board 
has decided to recommend at the forthcom- 
ing annual general meeting on July 12 a 
dividend on the ordinary and preferred 
yes ordinary shares of 1} per cent. 

6d. a share) less income tax at 10s. in 
° { for the year ended December 31, 1943. 
Dividends, interest, surplus on income tax 
and transfer fees £58,773 (£58,794) ; add 
transfer from exchange reserve of £10,000 
(nil) no longer required, making £68,773. 
Deduct loss on railway operation £47,394 
(against profit of £7,393) and on 
exc hange £875 (£16,984) leaving net surplus 

20,504 (£49, 203). Proposed dividend takes 

136 225. Forward to next year £180,371 
7196, 092). 





loss 


Tourist Traffic to British Isles.— 
Speaking at the recent annual meeting of 
the Travel Association, Sir Douglas Hack- 
ing said that the Government had asked 
the Association to submit a further memo- 
randum on the subject of the development 


after the war of tourist traffic to the 
British Isles, and that it was now in the 
hands of the Government. Proposals had 


been suggested by the executive c ommittee 
of the Association, but they could not be 
made public until the Government had had 








Lord Royden, 


Chairman, with Mr. A 
& Scottish Railway Company, recently paid a visit to members of the L.M.S.R. Home 


Guard in camp in Hertfordshire. 


Above, from left to right : 


shton Davies, Vice-President, London Midland 


Colonel H. E. Roberts 


(London District Passenger Manager, L.M.S.R.), Railway Liaison Officer; Lord 


Royden; Mr. Ashton Davies ; 
(L.M.S.R.) Home Guard ; 


Lt.-Colonel W. O. Davies, 16th City of London 
Mr. A. L. Castleman (London District Goods Manager, 


L.M.S.R.), Railway Liaison Officer; Colonel G. S. Hussey (Assistant to Vice- 


President, Special Duties, L.M.S.R.), L.M.S.R. Commander, Home Guard ; 


and 


Lt.-Colonel G. N. Ford, 37th County of London Home Guard 
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time to consider them, He 
touring was an industry more 
panded than any other; but, to compete 
with the publicity which undoubtedly 
would be put out by other nations after 
the war, the ‘‘ Come to Britain’ appeal 
would have to be carried out on a much 
larger scale than before. 


Swiss Public Works Plan.—Reuters 
reports that the Swiss Government is pre- 
paring a 5,000 million fr. plan of public 
works to enable it to meet economic de- 
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easily ex- 
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pression after, or even before, the end of 
hostilities, according to the duration of 
the war. The plan is said to provide for 
undertakings in various fields, including 
improvements to the road and railway 
systems, the building up of tourist trade 
and industrial and other improvements. 


General Electrification in Portugal.— 
Reuters reports that a Bill for electrifica- 
tion throughout Portugal has been pub- 
lished. It represents an eight-year plan for 
electrification of railways, provision of 
power for all industries, and the supply of 
electricity to all parts. Except for two 
months of the year the source of the supply 
will be hydraulic. The scheme is expected 
to cost the Treasury £12,760,000, but pri- 
vate electricity undertakings will be invited 
to take part in the establishment of a grid 

Cordoba Central Trust Limited.— 
The company announces that it has 


received notice that in connection with 
proceedings instituted in Buenos Aires 
against the company in respect of the 


Railway Pension Fund, an embargo in 
the sum of £140,000 has been placed on 
bonds, money and securities in the Argen- 
tine belonging to the company. It is 
apparently claimed that this embargo, 
which is being contested, would extend to 
the £8,318,220 Argentine Republic State 
Railways 4 per cent. sterling bonds held 
by the Bank of London & South America, 
Buenos Aires, on behalf of the trustees 
for the 34 per cent. first debenture stock 
of the company. These trustees have 
instructed lawyers to take all necessary 
steps to protect the interests of the stock- 
holders. 

Eire Transport Bill.—The second stage 
of the Eire Transport (No. 2) Bill was taken 
in the Dail on June 20, when Mr. Lemass, 
Minister for Industry & Commerce, again 
stated that the only change made was that 
the date on which the measure was to come 
into effect has been changed from July 1, 
1944, to January 1, 1945. It was desirable, 
he said, that services across the Border 
should not be interfered with, but if these 
were affected by legislation elsewhere it 
might be necessary to introduce further 
legislation in Eire. He believed the Bill 
would provide the best type of transport 
possible. It would give the maximum 
freedom in commercial operations by reliev- 
ing transport from the restrictions, which, 
in the past, were considered necessary in 
the public interest. The new company 
should be in a stronger financial position 
than it would ever be possible for the Great 
Southern Railways to attain. Ona division 
on June 21 the second reading was carried 
by 69 votes to 38. 

Road and Rail Co-operation in York- 
shire.—Speaking at the 43rd annual 
general meeting of the Yorkshire Trac- 
tion Co. Ltd., Mr. J. S. Wills, the 
Chairman of the company, said it was 
fortunate that they managed to complete 
the Barnsley Omnibus Station and get it 
into working order before the war began. 
It cost nearly £40,000, but it had rendered 
a really useful public service. The station 
was a good example of voluntary co-opera- 
tion between two rival forms of passenger 
transport undertakings, for it was con- 
structed upon land conveyed to the com- 
pany at a reasonable price by the London 
Midland & Scottish and London & North 
Eastern Railways, which made it possible 
for the bus station to be ‘adjacent to the 
Exchange Station and within 150 yd. of 
Court House Station. The Standing Joint 
Committee which was established 14 years 
ago by the company, by the L.M.SR, and 
the LN.E.R., for the purpose of co-ordi- 
nating the local activities of the three 
parties, and of which Mr. N. H. Dean, 
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the General Manager of the Yorkshire 
Traction Company, is at present Chairman, 
continues to function smoothly. 


South African Railways.—Railway 
earnings for the period May 7 to June 10 
amounted to /£4,118,389, compared with 
£4,067,589 in the corresponding period of 
1943. 


Agreed Charges.—Applications have 
been made to the Railway Rates Tribunal 
for the approval of 40 further agreed charges 
under the provisions of Section 37 of the 
Road & Rail Traffic Act, 1933. Notices of 
objection must be filed on or before July 11, 


Santa Cruz-Yacuiba Line.—The Argen- 
tine Ministry of Public Works has an- 
nounced that it has been decided to hasten 
the construction of the railway to connect 
Yacuiba, on the Argentine-Bolivian border, 
with Santa Cruz (Bolivia), about 300 miles 
north of Yacuiba. The work will be carried 
out by a mixed Argentine-Bolivian com- 
mission. The route of the projected line is 
shown on the map published in our Decem- 
ber 24, 1943, issue, page 638. 


Great Southern Railways Stocks 
Inquiry.—After a hearing lasting 26 days 
the tribunal appointed by the Eire Govern- 
ment in December last to inquire into 
dealings in stocks of the Great ‘Southern 
Railways Company during the period 
between January 1, 1943, and November 18, 
1943, completed its inquiry on June 23, 
and is expected to report in a few weeks 
time. In the course of his evidence on 
June 20, Mr. H. G. Boardman, Secretary to 
the Great Southern Railways Company, 
produced a statement showing the propor- 
tion of the different stocks not dealt with 
in any way during the material period in 
1943. Out of 9,164 ordinary stockholders, 
5,586 did not deal with their stocks; and 
out of 5,442 preference stockholders, 4,926 
did not deal with their stocks. 
guaranteed preference stockholders, 3,460 
did not deal with their stocks, and out of 
6,119 debenture stockholders there were no 





Of 3,986. 
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dealings by 5,317 holders. In all classes 
of stocks there were no dealings by holders 
of 90 per cent. in number, representing 
84 per cent. in value. 


Workington Harbour Charges.—The 
Minister of War Transport on June 7 made 
the Workington Harbour (Increase of 
Charges) Order, 1944. 


City of Buenos Aires Transport 
Corporation.—The Argentine Govern- 
ment, according to Reuters, has taken over, 
as from June 15, the administration of the 
City of Buenos Aires Transport Corpora- 
tion, on the ground that the Corporation 
failed to meet the payment due on March 1 
last of the amortisation quota of 10,000,000 
pesos on its debentures held by the Govern- 
ment. ° 


San Paulo (Brazilian) Railway Posi- 
tion.—The Chairman (Mr. G. M. Booth) 
in his statement circulated with the report 
and accounts for the year 1943, explained 
that in April, 1944, this company and the 
other railways in the State of San Paulo 
were granted a second advance in rates of 
15 per cent., and negotiations were pending 
for a yet further increase. At the moment 
the upward trend in expenses seemed to be 
less marked. The directors now had fairly 
accurate figures for the first four months of 
1944, and hoped that the final results for 
the whole year would prove a justification 
for the use of reserves in the accounts for the 
year in paying the preference and ordinary 
dividends. In consequence of persistent 
local rumours as to the intention by the 
Government to purchase the railway, it was 
arranged for the company’s Superintendent, 
Mr. Wellington, to have an audience with 
the President of Brazil. The President 
stated in reply that the Government had 
no intention of expropriating the railway, 
and added that no third parties had been 
authorised to speak in his name or in that 
of his Government and that any statements 
to the contrary effect should be discounten- 
anced. 











At Lichfield on June 20 L.M.S.R. 4-6-2 locomotive No. 6250 was named “ City of Lichfield” 
by the Mayor (Miss A. M. Thompson), in the presence of Lord Royden, Chairman of the 
London Midland & Scottish Railway Company, city and county council officials and Captain 


C. C. Poole, M.P. for Lichfield. 


Above, from left to right, are the Deputy-Mayor, the 


Mayor, Lord Royden, Mrs. Craddock (wife of the Sheriff of Lichfield) and Colonel James 
A. Kilian, U.S.A. Army ; 
































































































Business in stock markets has been on 
a reduced scale, although the undertone 
generally was firm with sentiment aided 
by the war news. British Funds were ia 
larger demand and tended higher in price. 
There was again little profit-taking in in- 
dustrial shares despite their large gains 
earlier in the month, a helpful influence 
being provided by dividend announce- 
ments, particularly the higher payments 
of the Distillers Company and Boots 
Drug, which had not been generally 
expected. 

Home rails were dull with slightly lower 
levels for the junior stocks, although prior 
charges were quite well maintained, and 
L.M.S.R. and L.N.E.R. preference issues 
tended to attract buyers on any easing in 
prices. L.N.E.R. second preference yields 
over 8 per cent. on the basis of last year’s 
2% per cent. dividend, and L.M.S.R. 1923 
preference returns nearly 6} per cent. and 
Southern preferred ordinary nearly 6} per 
cent. Yield considerations, however, have 
very little influence on markets at the 
present time, the _ prevailing factor 
being current views as the post-war 
outlook ; 

Whereas, judging from current levels, a 
general upswing in dividends of industrial 
companies 1S apparently being expected 
after the war, prices of home railway 
junior stocks would seem to _ indicate 
doubts in the market whether after the 
end of control the railways will be able to 
keep dividends at around the levels now 


to 
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reason to suppose that the railways will be 
put in an unfair position after the war, 
higher dividends than those now ruling 
should be possible, granted, of course, in- 
dustrial activity is at a good level. 
Southern deferred, yielding nearly 7{ per 
cent., Great Western ordinary nearly 73} 
per cent., and L.M.S.R. ordinary 7§ per 
cent., give very generous returns, all 
points considered; and there seems every 
prospect of dividends at current. rates 
being continued after the war until there 
is final agreement on the future of trans- 
port organisation and control. 

Argentine railway stocks were dull and 
tended downward, reflecting disappoint- 
ment with the statement of the directors 
on their Argentine visit. The fact that 
the position is being studied, and that 
when a decision has been reached as to 
further steps to be taken another visit to 
the Argentine will be made, removes hopes 
of early clarification of the attitude of the 
Argentine Government to the problems 
faced by the British-owned railways. Mr. 
Eden’s recent statement, however, has 
tended to emphasise that the British 
Government is fully alive to the import- 
ance of overseas investments. 

French railway sterling bonds 
been considerably prominent 
were lower on_ balance. 
Antofagasta ordinary and _ preference 
responded to the improved net revenue 
for the past year. Interoceanic Railway 
of Mexico debentures at 203 were un- 
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way’s other securities, after the announce- 
ment that the Mexican Government has 
agreed to purchase the undertaking and 
its associate-lines. It is doubtful if 
quotations have been adequately tested; 
a detailed statement will naturally have 
to be awaited before it can be assessed 
how the various securities concerned will 
be affected by this development. San 
Paulo ordinary moved lower, but is now 
‘*ex’’ the 2 per cent. dividend. _Else- 
where, United of Havana debentures re- 
sponded to hopeful views of the traffic 
outlook. 

Great Western ordinary at 61} was 
slightly lower on balance, and the 5 per 
cent. preference remained at 119} and the 
4 per cent. debentures were 114} xd, 
L.M.S.R. bo a eased from 32} to 313, 
and the 1923 preference from 61} to 614, 
but the senior preference kept at 79}. 
L.N.E.R. second preference was 33}, and 
the first preference at 614 lost an earlier 
small improvement. Southern deferred 
moved slightly lower at 253, as did the 
preferred at 78}, but the 5 per cent. pref- 
erence remained at 118}. 

B.A. Gt. Southern moved back further 
from 12 to 11 and B.A. Western from 
10% to 10, and Central Argentine was 8, 
although the debentures of the _last- 
named company held recent gains. San 
Paulo ordinary was 47xd. Elsewhere, 
United of Havana’ 1906 debentures 
strengthened to 28. Canadian Pacifics at 
16 showed little response te the upward 
trend in dollar securities. 


ruling. Nevertheless, as there is no changed, as were quotations for the rail- 








Traffic Table and Stock Prices of Overseas and Foreign Railways 





” Traffic for week Aggregate traffics to date 
Week Totals 


Railways ‘ 
ending 


Increase or 
decrease 


Inc. or dec. 
compared 
with 1942/3 


Total 
this year 


No. of Weeks 


1943/4 1942/3 





é é 
700,000 675,340 
747,552 638,130 

26,518 27,546 


5.047.380 


£ 
24,660 
109,422 
1,028 


438,180 

761,220 Ord. Stk. 

137,280 °° 
1,115,001 


199,261 


é 
33,480 
16,422 

5,459 
98,400 
161,340 
63,960 
158,010 


37,719 
25,389 
25,744 
19,308 
23,100 
$651,727 


8,707 


18.6.44 
17.6.44 
May, 1944 


834 


Antofagasta (Chile) & Bolivia 
753 


Argentine North Eastern 
Bolivar : én 174 
Brazil . _ 
Buenos Ayres & Pacific 2,807 
Buenos Ayres Great Southern; 5,080 
Buenos Ayres Western 1,930 
Central Argentine 3,700 
972 
262 
70 
808 


1++ 


17.6.44 
17.6.44 
17.6.44 
17.6.44 


++++ 


6, "649, 473 
1,529,550 


7,764,474 


1,728,811 
225,154 
123,083 
993,996 
533,100 

$2,985,369 


38,153 
1,105,432 

ps. 10,135,500 
171,193 
87,451 
$2,630,696 
1,209,296 

c 1,158,000 


59,800 
2,901,653 
14.730 


17.6.44 
Apr., 1944 
Mav, 1944 
17.6.44 
17.6.44 
Apr., 1944 


Dfd. 
Ord. Stk. 
Stk. 
| Mt. Db. 
Ord. Stk. 
Ord. Sh. 
Ist Pret. 23 
Sp.c.Deb. 90 
Ord. Stk. 73 
Ord. Stk. 1k 


Ord. Sh. | 83/9 
Pr. Li.Stk.| 75 
Pref. | 178 


Ord. Stk. | 7! 
Ord. Sh. | 37/6 
Ord. Stk.,| 825 


Do ‘ 
Cent. Uruguay of M. Video 
Costa Rica... : 
Dorada 

Entre Rios... 

Great Western ‘of Brazil 
International of Cl. Amer. ... 
Interoceanic of Mexico 

La Guaira & Caracas... 
Leopoldina 

Mexican 

Midland Uruguay 

Nitrate 

Paraguay Central “a 
Peruvian Corporation 
Salvador oat 

San Paulo 

Taleal ... 

United of Havana ans 
Uruguay Northern ... wad Apr 


++++4+4+ 


9 

59/9 

$319, '557 — 

Mav, 1944 "7,242 

17.6.44 46,319 

14.6.44 ps. 445,100 

Apr., 1944 15,425 
15.6.44 


South & Central America 


$50,457 
123,501 
c 174,000 


May, 1944 5,140 
17.6.4 54,104 
"1944 11464 


16 .6.44 
May, 1944 
Mar., 1944 


l yBSI s2= 





2,619,943 
14,105 


+++ 44444441 


29,111,200 25,592,220 3,519,090 | Ord. Stk. 18 


+ 


Canadian Pacific 21.6.44 1,213,200 


42,330 
1,315,200 
1,533,924 

750,113 


263,025 
Ord. Stk. 


12,526,575 
10,447 866 
5,321,558 


220,695 
11,211,375 
8,913,942 
4,562,445 


Mar., 1944 
Mar., 1944 
Mar., 1944 
20.12.43 


25,425 
1,036,350 
358,125 
199,410 


( Barsi Light 
) Bengal-Nagpur 

) Madras & Southern Mahratta 
\ South Indian ... 


3,267 
2,939 


Indiat Canada 


2,332 
146 175 
7,925 
24,449 


++4++4+ 


20,018 


” 29,842 
530,356 
302.149 


56,347 


320,996 — 
3.262.161 + 
5,031,550 + 


+ 


18,922 4,337 
13.805 
4,782 
21,846 5, 333, 699 
101,765 — 


Egyptian Delta 607 
Manila — 

Midland of W. “Australia 277 
Nigerian oe «» 1,900 
South Africa ... es} 13,291 
Victoria ae ue oon 774 


10.5.44 76,365 


Inc. Deb. 


Apr., 1944 - 
26.2.44 + 
13.5.44 + 


Dec., 1943 ! AIA, 598 


41 
994§ 





Note. Yields are based on the approximate Current price and are within a fraction of tz. Argentine traffics are given in sterling calculated @ 16% pesos to the £ 
+ Receipts are calculated @ Is. 6d. to the rupee § ex dividend 








